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of a neat package with 
a handsome label. 
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Fibre Boxes 


bought and used because they are convenient and economical— 
but they are something more— 


They are the neatest and handsomest 
packages on the market to-day 


Your label printed on them in colors, the H. & D. way, is the 
best and cheapest advertising you can buy. 


Write for the beautifully illustrated free packing manual 
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Under the Interstate Commerce Act 


Mr. A. C. Slaughter, Traffic Manager, the Lagomarcino-Grupe Company (perishable produce), Davenport, lowa, writes: ‘I 
do not think, In my opinion, that any traffic manager should be without this work.’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 


Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti.» several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 


trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
ECISIONS that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 

One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 
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Absurd! 


Twenty-five years ago they held contests be- 
tween penmen and typewritists to see if the 
machine could write faster! 


Absurd? Yes, to-day—but not then. The 
world is skeptical about improvements. It is 
really remarkably encouraging that the larg- 
est shippers have adopted the “National 
Way” of carton sealing so readily, and no 
one would even suggest that hand-sealing 
can compare with sealing containers the “Na- 
tional Way.” 


Neither in speed, efficiency nor economy. 


To those who have “not yet gotten around” 
to investigating our method; to anyone who 


Yes, today---but not then! 


has packing troubles to solve; who suffers 
from claims for shortage, etc., we extend a 
cordial invitation to 


Write Our Free Service Bureau 


It is a clearing house of packing experience, 
of the results of thousands of conferences of 
our packing experts with thousands of 
shippers. 


Don’t you think we have some information 
of value to you? Write us freely. There is 
no obligation, no importunity by our Sales 
Department. The Free Service Bureau is a 
Separate Institution. 


National Binding Machine Co. 
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Is Car Door Efficiency Worth While? 


Damage caused to car doors by cars being improperly loaded, as treated in a statement by 
the Niagara Frontier Car Inspection Association, published in December, 1913, issue of Railway 
Age Gazette, Mechanical Edition, deserves more than passing notice, since it focuses atten- 
tion on the REAL REASON of car door failures which cannot, as is assumed in the report 
in question, be remedied by educating shippers, but is, as is well known by equipment experts, 
the perfectly logical result of low car door efficiency. 


According to figures quoted in the report, a rate of 67,000 loaded cars are annually set out to have 
loads adjusted and doors repaired, caused wholly by lading crowding doors away from fastenings, and cov- 
ering only the Niagara Frontier inspection district, so what must the harvest be. for the total of all roads? 


The report suggests that shippers PLACE THE PROPER MEANS OF SECURING THE LOAD IN THE 
CAR TO PREVENT ITS COMING IN CONTACT WITH THE DOOR, which in final analysis means that 
such means must secure and confine the load against shifting, which means, also, that material, time and 
labor, sufficient for constructing bulwarks within the car and wholly independent of the door and capable 
of withstanding shocks under which 98 per cent of doors fail, must be constructed at the shipper’s ex- 
pense, which might easily mean double the amount of freight paid by him on a shipment. 


The significant fact that the lateral shifting loads confine their damage to car doors, together 
with the fact that loads shift elsewhere than directly at door location, suggests the query, 
Why is not the car door as dependable as other portions of car sides? 


Is there any reason why it should not be? 


Is the saving of the abnormal expense, delays, material and money, caused directly by door 
failures, represented by hundreds of thousands of loaded car detentions annually, worth while? 


Is it logical or good railroading to build a car representing evolution in every part, looking 
to higher efficiency and lower operating cost, and then place-at the door opening a door device that 








proves less efficient, while all other physical unit efficiency, in spite of heavier demands of service, 


steadily increases? A fact subscribed to by the closing paragraph of report under review—“The 
condition seems to be becoming worse rather than better.” 








The Rumsey Anchored Door Foundation and interlocking door, transmitting all shocks to 
superstructure, and impossible to dislodge, is an absolute and perpetual guarantee that the em- 
barrassing door failures under review will pass into history, permitting the agent to remain at 
his legitimate functions instead of attempting the hopeless task of educating shippers who 


have troubles of their own. 


IS IT WORTH WHILE? 
Rumsey Car Door & Equipment Company 
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Their safety and convenience to you is unquestion- 
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@ Write to 51 Broadway, New York City, for a book- 
let giving full details of this modern method of carry- 


ing traveling funds. 
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WESTERN CLASSIFICATION. 


With this issue The Traffic World begins the 
publication of a new feature which will be perma- 
nent and which, it is believed, will be of very great 
value to shippers in all sections of the country 
whose shipments originate or reach destination in 
the large territory west of the Indiana-Illinois state 
line and the Mississippi River. Reference is, of 
course, to the new form of docket of the Western 
Classification, of which the weekly publication is 
made possible by the reorganized form of procedure 
on the part of that important committee. 

In advance, it seems hardly possible to over-esti- 
mate the increased satisfaction which the new plan 
should afford the shipper who occasionally has rea- 
son to appear before this committee for the purpose 
of endeavoring to secure a revision of some item or 
items; or the increased efficiency with which it will 
be possible for the committee to prosecute its work. 

A large committee is likely always to be inefficient 
in the respect that it either gets nowhere on ac- 
count of internal differences of opinion, or its ver- 
dict becomes virtually an expression of the judg- 
ment of one man upon whom the floating majority 
casts the burden through either carelessness of the 
result or incomplete understanding of the case. 
Under the old regime, also, the personnel of the 
committee was constantly changing. 

So much for the reorganization of the committee 
itself. A word or two of the docket and its publica- 
tion may be of use. 
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As indicated by the sections of docket now pub- 
lished, subjects will be taken up one at a time and, 
when the committee gets fully into operation, notice 
of about 30 days will be given of each hearing. The 
general publicity feature is, however, a matter of 
great importance. This is especially so in the case 
of the small shipper.. Ordinarily the large shipper 
employing a competent traffic manager has enough 
opportunities for keeping posted upon the past and 
proposed future actions of a classification commit- 
tee. The small shipper was at a decided disadvan- 
tage under the old plan, since, unless he had made 
some specific complaint concerning an item in the 
classification, he was not likely to know of any pro- 
posed change until it had actually been embodied in 
the classification. 

Under the present arrangement he has no excuse 
if he fails to keep informed as to the matters pro- 
posed to be taken up for action by the committee. 
The full docket in sections as issued will be pub- 
lished from week to week in The Traffic World, 
and “he who runs may read.” The Western Classi- 
fication Committee is to be congratulated upon be- 
ing the first to recognize the obvious desire of the 
Commission for the fullest publicity in the matter 
of changes in the classification and upon the admir- 
able ‘manner in which its course of procedure has 
been worked out. It is fair to expect a greater de- 
gree of progress in getting classification matters on 
an equitable and workable basis than has ever be- 
fore been made in the history of classification. 
Above all, the small shipper gets a fair show if he 
chooses to take advantage of his opportunities. 


THE RAILWAYS’ BURDENS. 

In a very interesting and instructive address de- 
livered by Ivy L. Lee, excutive assistant to the pres- 
ident of the Pennsylvania Railroad, before the 
Traffic Club of Pittsburgh, the speaker touched up- 


on the burdens of the railroads. In illustrating one 
of his points he related an incident of which he had 
heard about a man who wished to ship a small 
package. He found that the charge for carrying 
the package by freight would be 25 cents, by express 
26 cents and by parcel post 24 cents. He reflected 
that, of course, the principal part of the journey the 
parcel was to make would be by railroad and there- 
fore took occasion to inquire what payment the rail- 
road itself would receive for carrying the package by 
each of the respective methods. His conclusions he 
stated thus: 

“I found that in the case of freight the railroads 
received the whole of the revenue; in the case of the 
express they received half of it, and in the case of 
the parcel post they received none of it.” 

Possibly the statement is exaggerated, but it ex- 
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presses aptly the feelings of the railroads in the 
present situation. Mr. Lee further said that “pub- 
lic opinion has for many years seemed to make it 
popular for postoffice officials and others to consider 
only the convenience and immediate purposes of 
the department, rather than the question of insur- 
ing that fair payment should be made for carrying 
the mails,” and the added burden of the parcel post, 
with the diminishing if not vanishing revenue from 
express companies, gives some reason for referring 
to the “burdens of the railways.” 


JUDGE CLEMENTS REAPPOINTED. 
There will be universal satisfaction, except pos- 
sibly in the case of disappointed seekers after the 
Same position, in the announcement of the reap- 
pointment of Judson C. Clements to succeed him- 
self as member of the Interstate Commerce Com- 


mission. It is not now necessary for The Traffic 


World to say more than it has during the period 
in which the matter was in doubt. The appoint- 
ment is an important step in the direction of com- 
pleting the quota of the Commission. 


LOCOMOTIVE BOILER INSPECTION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. ¢ 
The second annual report of the chief inspector of 


locomotive boilers, signed by Frank McManamy, who be- 
came chief when Chief Inspector Ensign died, was sub- 
mitted to the Commission on December 20. He says that 
the tabulated data show a marked decrease in the number 
of casualties due to failure of locomotive boilers. Know- 
ing that it would be impossible to correct at once all 
defective and improper conditions and that improvement 
must come as the result of evolution than revolution, 
attention was first concentrated on the more serious 
accidents, although no minor defect that could be reme- 
died was neglected. The result of that policy, he says, 
is shown by a reduction of more than 60 per cent in 
the number of killed and 10 per cent in the number 
of injured, in the 592 accidents investigated. 

He says the understanding that every accident will 
be investigated and the cause given publicity is an in- 
centive to railroads to maintain their equipment so it 
cannot be shown to be the cause of accidents. The only 
objection the chief has to the law is that it does not 
cover everything pertaining to boilers and tenders. He 
has found some railroad officials who object to his in- 
speetors pointing out defects in parts over which the 
law does not give them jurisdiction. Therefore he rec- 
ommends that the law be amended so as to cover every- 
thing. 

The Missouri Pacific and St. Louis, Iron Mountain 
& Southern announce to patrons and connecting lines 
that, owing to the necessity for making a hurried move 
of headquarters to the Railway Exchange Building, St. 
Louis, Mo., their tariff files have become badly disar- 
ranged and pending the short time which will be required 
to restore them to order and a working basis, beg in- 
dulgence in the delay which has and will occur in tariff 
distribution and replies to requests for tariffs. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


W. J. L. BANHAM. 

W. J. L. Banham, traffic manager, Otis Elevator Co., 
who was recently reelected first vice-president of the 
New York Traffic Club, has been in his present position 
for about eight years; in the railroad and industrial traf- 
































Ww. J. L. BANHAM, 
Traffic Manager, Otis Elevator Co. 


fic service he has served for about sixteen years. He 
is now in charge of all traffic arrangements of the com- 
pany covering its various plants. Mr. Banham’s hobby 
is classification, and his experience has been such as to 
make his advice of great value in this matter. He has 
frequently appeared before the various classification com- 
mittees and has assisted, not only himself, but the mem- 
bers of the committee, by his fair and clear exposition 
of what he thought should be accomplished. He also 
has distinct ideas of the traffic manager’s duties. He 
says that the average traffic manager begins work after 
the railroad sends its freight bill. He believes that his 
work should begin when the shipment reaches his de- 
partment; it should be started right. The up-to-date 
traffic manager should spend most of his time in the 
shipping department, and very little in the office. The 
real value of the traffic manager begins at the end of 
the manufacturing process, and from that time on it is 
up to him to satisfy the customer. It is his belief that 
a very large percentage of claims for loss and damage 
could be prevented if the traffic manager of the industrial 
concern should see personally that the shipments are 
properly packed and properly marked. 
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CURRENT TOPICS IN WASHINGTON 


Railroad Advance Showing Im- 
pressive.—Amazing ignorance as to 
the way in which railroad rates are 
regulated is still widely prevalent 
notwithstanding the fact that the 
Commission has been a fact for more 
than a quarter of a century. That 
fact was brought vividly to the at- 
tention of everybody that has an in- 
terest in the application of the rail- 
roads for permission to increase rates 

in Official Classification territory, through the publication 
by one of the largest newspapers in New York of an 
assertion that the Commission will grant the 5 per cent 
increase because the President thinks they ought to have 
it. The peculiar part of the whole matter was that cor- 
respondents for other newspapers came on a run to the 
Commission with piteous appeals for non-discriminatory 
treatment. They thought the Commission had not treated 
them fairly in thus giving information to one and denying 
it to all other newsapers. 

Without doubt the article was based on the general 
impression that the Commission will allow the carriers 
to increase rates in Central Freight Association territory 
so as to put them on substantially the same basis as they 
are in Trunk Line territory. The submission of figures 
showing the lowness of the basis on which rates in that 
great stretch of country west of the Buffalo-Pittsburgh 
line to the Mississippi River impressed the Commission- 
ers sO much that everyone in attendance at the time 
noted the fact. The calculation that if the basis of rates 
in €. F. A., if extended from Chicago to New York, 
would result in a first class rate of only 56 cents was 
impressive at the time and so continues. The increases 
allowed on grain from Illinois points of origin and in 
the reshipping rates from Chicago amount to more than 
5 per cent. They probably amount to 10 per cent, al- 
though, of course, that is a mere guess. 


Shreveport Decision Expected Soon.—There is a be- 
lief among those who have watched the Shreveport case 
that the Supreme Court will hand down its decision in 
it soon after the holidays and that it will sustain the 
power of the Commission to deal with undue discrimi- 
nations produced by state rates. There are exceptions 
in the Minnesota rate case opinion, which to those in- 
terested in the Shreveport case indicate that the court 
had in mind the Louisiana case when its members voted 
on the Minnesota case. All the way through, it is con- 
tended, the court saved the decision from trenching on 
the general proposition that the law authorizes the Com 
mission to remove undue discriminations, wherever it 
finds them or by whatever cause they are produced. At 
one point it remarked that as to the allegation of undue 
discrimination appearing in the Minnesota case, the Com- 
mission had not passed on it. If, it is asked, the court 
did not intend to point out the possibility of attacking 
the Minnesota statute in some way other than by the 
suit of the stockholders, what would be the use of its 
going to that trouble? The court, it may be remarked, 
is a busy body and not likely to sprinkle exceptions, 
provisos and limitations through its opinions, except for 
some particular reason. In view of the fact that the 
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court was at great pains to point out the paramount 
power of Congress over commerce, and in view of the 
exceptions made by the court in its opinion, the belief 
that that tribunal will sustain the Commission’s order 
in the Shreveport case, appears to have much better 
foundation than the belief that the Minnesota case dis- 
posed of the Shreveport case and left the federal body 
without power to eliminate an undue discrimination cre- 
ated by state laws. 


Government Ownership an Issue.—Unless a desire to 
get away to engage in the campaign restrains nearly all 
of them, members of the House of Representatives, re- 
gardless of party affiliations, are likely to make govern- 
ment ownership one of the controlling issues in a na- 
tional campaign before long. The Alaska railway bill, 
which would have been debated on Wednesday except for 
the fact that both houses adjourned for a little more 
than two weeks, furnishes the foundation, and the Lewis 
bill for the acquisition of the wire companies, the trim- 
mings. Men opposed to government ownership are in 
control of the two houses, but the failure of President 
Wilson to back up the Burleson proposals puts the radi- 
cals in a mood to make a fight for what they believe to 
be their ideals. They are asserting that government 
ownership will bring down rates, regardless of the fact 
that deficiencies caused by the failure to make rates 
high enough to cover the whole cost will be made up by 
appropriations from the general funds. That is going 
to be true with regard to parcel post. The railroads 
and the general treasury have alrady been called upon 
for contributions. The railroads furnished at least $15,- 
000,000 worth of transportation during the Christmas rush 
for which they will not receive full compensation. With- 
out doubt there will be a postal deficit at the end of the 
year instead of a surplus, as Postmaster-General Burleson 
suggested in his annual report. 


Ton-Mile Statistics Not Infallible-—Our old friend, the 
“rate per ton per mile,” received a severe jolt at the 
hands of Commissioner McChord in the report he wrote 
in the complaint of the Nashville Traffic Bureau against 
the L. & N. and others. It was so severe that the stat- 
isticians are apt to tatek notice and govern themselves 
accordingly when they are almost persuaded to use it. 
“Ton-mile statistics, reflecting as they do neither car 
loading, train tonnage, nor car or train mileage, are far 
from being infallible guides in fixing freight rates,” said 
Mr. McChord. “A high average ton-mile revenue may 
be due to short hauls, a preponderance of which occasions 
the railroad traffic manager much uneasiness, while it 
has been repeatedly shown that traffic low in ton-mile 
earnings may, because of its farther carriage and greater 
density, be the most remunerative. Per-car earnings, 
with distance considered, are much more reliable. Where 
the commodity moves in trainloads the earnings per 
train-mile furnish the best criterion, not only the car 
loading, but also such physical conditions as grades, etc., 
being here refiected.” 

Applying the rule laid down in the foregoing, he 
swept aside per-ton-mile figures for lake cargo coal, tide- 
water coal, moving in trainloads, as of little value in 
deciding what would be a reasonable rate for coal moving 
to Nashville from the mines of western Kentucky. 

A. E. H. 
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Decisions of Interstate Commerce Commission 


MASSACHUSETTS-MAINE WOOL RATES 


1. & S. DOCKET NO. 253 (28 I. C. C. Rep., p. 


Submitted Oct. 21, 1913. Decided Dec. 1, 1913. 
Respondents having justified the increase in the rate on wool, 
any quantity, from Lawrence, Mass., to Lewiston, Me., the 
order of suspension will be vacated 


396) 


G. W. Collier for Maine Spinning Co. 

Bruce Wyman for Boston & Maine Railroad. 

S. M. Carter for Maine Central Railroad Co. 

Report of the Commission. 
PROUTY, Commissioner: 

The tariff under suspension increases the rate on 

wool, any quantity, from Lawrence, Mass., to Lewiston, 
Me., from 12% to 15 cents per 100 pounds. Has the in- 
crease been justified? 
The representative of the Maine Spinning Co. of Bos- 
which is the protestant in this case, stated that 
neither he nor his company were directly interested in 
the rate from Lawrence to Lewiston, but that they were 
interested in that from Lawrence to Skowhegan. At the 
present time the rate from Boston to Skowhegan is 17% 
cents per 100 pounds, while from Lawrence it is 20 
cents per 100 pounds. The rate from both Boston and 
Lawrence to Lewiston is 12% cents per 100 pounds. 
Some time ago the representative of the protestant called 
the attention of the respondents to the fact that the 
rate from Lawrence to Skowhegan was 2% cents higher 
than from Boston, while the rate from Lawrence to 
Lewiston was the same as from Boston. He insisted 
that there was no reason for this difference and that the 
discrimination should be removed by reducing the rate 
from Lawrence to Skowhegan to the Boston basis. The 
Boston & Maine conceded the discrimination, but under- 
took to remove it by advancing the rate from Lawrence 
to Lewiston. It was conceded by the protestant upon 
the hearing that it desired to keep the rate from Law- 
rence to Lewiston at its present figure of 12% cents 
solely for the purpose of using this as a club with which 
to compel the respondent to reduce its present rate 
from Lawrence to Skowhegan. 

The distance from Lawrence to Lewiston is 125 
miles, and the class rates now in effect as follows: First, 
36; second, 30; third, 24; fourth, 19; fifth, 15; sixth, 12. 
It will be seen therefore that the present rate on wool 
is substantially equivalent to the sixth-class rate, and 
that the proposed rate will be equal to fifth class. 

In the Wool Investigation, 23 I. C. C., 151, 169, the 
Commission held that wool in the grease should be 
classified under Western Classification, L. C. L. second 
class, and C. L. fourth class, with a minimum of 24,000 
pounds in standard cars 36 feet in length. It appeared 
in that investigation that western wool, as presented for 
shipment in the grease, was heavier than eastern wool 
and would readily load to the minimum prescribed. 


ton, 


In Traugott Schmidt & Sons vs. M. C. R. R. Co., 23 

C. C., 684, we considered reasonable rates for the 
transportation of eastern wools. It appeared that these 
wools would not load as heavily as those produced in 
the West, and the conclusion was reached that eastern 
wool should be classified, L. C. L. first class, C. L. third 
class, with a minimum of 16,000 pounds. 

Still later the Commission considered rates on 
scoured wool, which is lighter than either eastern or 
western wool in the grease, the dirt having been removed. 
It appeared that scoured wool, uncompressed, could not 
be loaded much, if any, in excess of 10,000 pounds to 
the car, and the opinion was expressed that upon this 
wool a carload rate substantially equivalent to second 
class, with a minimum of 10,000 pounds, might properly 
be charged. 25 I. C. C., 185. 

Unless we are to entirely repudiate the foregoing 
cases we must hold that a rate of 15 cents per 100 
pounds from Lawrence to Lewiston is not excessive. 

Some claim is made that wool rates in different parts 
of New England are not properly adjusted with one an- 
other, but no question of discrimination is presented or 
considered in passing upon the reasonableness of this 
increased rate. If such discriminations exist they should 
be called to the attention of the Commission by proper 
complaint. 

We hold that the respondents 
increase, and the order of suspension 
vacated. 


have 
will 


justified the 
therefore be 


SPRINGFIELD, ILL., 113 PER CENT 


CASE NO. 5676 

SPRINGFIELD COMMERCIAL 
SPRINGFIELD, ILL., VS. 
ROAD CO. ET AL. 


Submitted Nov. 6, 1913. Decided Dec. 1, 1913. 


At present Peoria, Ill, takes 110 per cent of the New York- 
Chicago rate on traffic to and from the east, while Spring- 
field, Ill, is in 117 per cent territory; upon complaint in- 
Sisting that Springfield should be placed in the Peoria 
group; Held, That if Peoria enjoys a rate of 110 per cent, 
the rate to Springfield should not exceed 113 per cent. 


(28 I. C. C. Rep., P. 511) 
ASSOCIATION OF 
PENNSYLVANIA RAIL- 


Frank Lyon for complainant. 


W. W. Collin, Jr., for New York Central lines, Penn- 
sylvania Railroad Co., Pennsylvania Co. and Wabash 
Railroad Co. 


Edward Barton and S. S. Stewart for Baltimore & 
Ohio Railroad Co. and Cincinnati, Hamilton & Dayton 
Railway Co. 

N. S. Brown and H. E. Watts for Wabash Railroad 
Co. and its receivers. 

A. P. Humburg for Illinois Central Railroad Co. 

Cc. D. Whitney for Chicago, Peoria & St. Louis Rail- 
road Co. 
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Report of the Commission. 
PROUTY, Commissioner: 

-It is familiar knowledge that rates between Trunk 
Line territory and New England, upon the one hand, and 
Central Freight Association territory, upon the other, are 
stated in percentages of the New York-Chicago rate. 
At the present time Peoria, Ill., is in 110 per cent and 
Springfield, [ll., in 117 per cent territory. This complaint, 
brought by the commercial interests of Springfield, at- 
tacks this present relation, insisting that Springfield 
should be placed in the Peoria group. 

In support of this contention certain business men 
of Springfield were produced as witnesses upon the hear- 
ing, who testified that the rates paid by them in their 
business were substantially higher than would be paid 
if Peoria rates were applied at Springfield, and that this 
laid upon the industries of Springfield a serious handicap 
as compared with Peoria. 

One of the industries represented was the Springfield 
Boiler & Manufacturing Co., and the testimony of its 
representative may be referred to as typical. This wit- 
ness stated that his company drew its raw material, 
mainly iron of various kinds and forms, from the East, 
and that the rate to Springfield was 2 cents per 100 
pounds more than the corresponding rate to Peoria. This, 
on the volume of his business, amounted to something 
over $2,000 per year. About 25 per cent of the manu- 
factured product was sent back to the East under a 
rate higher than that from Peoria. The balance was 
shipped into territory where the rate was the same. 

It fairly appears that so far. as the item of freight 
rates is concerned, this industry is at a disatvantage of 
several thousand dollars per year as compared with a 
similar industry located at Peoria. It may be that other 
advantages at Springfield offset this disadvantage, but 
clearly there is a substantial handicap against Springfield 
in the matter of freight rates, and this must be so as 
to most kinds of business; for, while rates from the East 
to Springfield are higher than to Peoria, those to the West 
are usually the same from both cities. To this there 
is an exception in the case of agricultural machinery and 
some other manufactured articles which take a lower 
transportation charge from Springfield. Avery Manufac- 
turing Co. vs. A., T. & S. F. Ry. Co., 16 I. C. C., 20 [Traffic 
World, April 24, 1909, p. 570]. The testimony of the 
complainant establishes what, indeed, appears from a mere 
inspection of the tariffs—namely, that the present adjust- 
ment of rates imposes a substantial burden upon Spring- 
field as compared with Peoria. 

The complainant contends, in the second place, and 
this is the point most insisted upon, that Springfield is 
entitled to the same rate as Peoria by virtue of its loca- 
tion. 

It is well understood that these percentage rates are 
based upon distance. Without restating here the exact 
method which was employed, it is sufficient to say that 
rates to the various percentage groups are determined 
by short-line mileage to the more important points lo- 
cated within those groups. East of the Indiana-Illinois 
state line, which, roughly speaking, marks the western 
boundary of 100 per cent territory, these groups have 
been worked out in great detail. Hardly any whole num- 
ber between 100 and 70 can be found which does not rep- 
resent some group in this territory, and, while it is not 
true that every point in these groups is given exactly 
the rate to which its distance would entitle it, still, with 
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respect to most of the groups, and the principal points 
in those groups, this is true. 

West of the Indiana-Illinois state line the distance 
scale was not applied to the same extent or with the 
same minuteness. These groupings were established in 
their original form in 1877, and at that time the traffic 
of Illinois was neither as heavy nor as highly com- 
petitive as it is to-day. Peoria was then the principal 
town west of Chicago; the distance from New York to 
Peoria was 110 per cent of that to Chicago, and Peoria 
was accordingly given the 110 per cent rate. Most of 
the territory between Peoria upon the west and the Indi- 
ana-Illinois line upon the east was thrown into one broad 
group, taking the 110 per cent rate. It is believed that 
at first no other rate was applied within all this territory, 
but subsequently, upon the insistence of certain localities, 
two or three towns were given lower rates. Aurora, 
for example, takes a rate of 104 per. cent. 

There are numerous small groups upon the: western 
border of the 110 per cent group taking rates of 112 
per cent, 115 per cent and 116 per cent, but most of 
the territory west and south of the 110 per cent group 
was thrown into three large groups, with rates of 116 
per cent, 117 per cent and 120 per cent. 


The distance from New York to East St. Louis is 
116 per cent of that to Chicago, and originally East St. 
Louis was given a 116 per cent rate. Subsequently, when 
rates to St. Louis and East St. Louis were made the 
same, this was increased to 117 per cent and the bridge 
toll to St. Louis abolished. Springfield is in the St. Louis 
group and takes the same rate, although the distance 
to Springfield is about 60 miles less than to St. Louis. 

The short-line distance from New York to Springfield 
is only very slightly in excess of that to Peoria, and the 
average distance from the Atlantic seaboard to these two 
cities is approximately the same, The defendants claim, 
and it is probably true, that lines reaching Peoria are 
somewhat stronger than those reaching Springfield. 

It is also urged by the defendants that the same sys- 
tem connects Peoria with the Atlantic seaboard in two 
instances, while in all cases the haul to Springfield is 
over two lines. It is urged that more is properly charged 
for the two-line than for the single-line haul. This Com- 
mission has often so held, for the cost of the service 
is more, but the testimony in this case shows that in 
applying the distance scale in all other instances the 
short line has been taken without reference to whether 
it was made up of one or two independent roads. The 
complainant very pertinently inquires why the defendants 
ought not to apply at Springfield the same rule which 
has been uniformly applied in other localities. 

The most embarrassing questions with which this 
Commission is confronted are those of the character here 
presented. If group rates are to exist, there must be 
discrimination, when does that discrimination become 
undue, and therefore unlawful? 

These two cities are but 60 miles apart. Peoria has 
a population of 75,000; Springfield of 55,000. They com- 
pete in many important particulars. Their freight rates 
to the west are for the most part the same. The dis- 
tance from eastern markets is approximately the same, 
but Springfield is perhaps at some disadvantage in the 
strength of the lines which serve it. The rates from the 
east to Springfield are approximately 6 per cent higher 
than to Peoria. The business men of Springfield testified 
that under these circumstances they had been unable 
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to locate industries at Springfield; and, while it cannot 
perhaps be certainly known that failure in any particular 
case was due to this cause, still such a disadvantage in 
transportation charges must certainly be a serious handi- 
cap to any locality. 

We are reluctant to interfere with these percentage 
groups. To change the relation of Springfield will prob- 
ably require a change as to several other localities and 
a general recasting of these groups in southwestern IIli- 
nois. But we are unable to resist the conviction that 
the disparity is too wide. 

We are of the opinion that rates from eastern des- 
tinations to Springfield ought not to exceed those to 
Peoria by as much as do those at present in effect.’ If 
new groups are to be formed, we are not prepared to 
hold that Springfield may not properly be placed in some- 
what higher territory than Peoria. If Peoria enjoys a 
rate of 110 per cent, that to Springfield should not exceed 
113 per cent. Since this holding will probably require 
changes at other points as well as at Springfield, no order 
will be made, but the defendants will be given until 
February 1 in which to present to the Commission some 
proposition for a readjustment of these tariffs. 


INCUBATORS AND BROODERS 


CASE NO. 5190 (28 I. C. C. Rep., P. 515) 
GEORGE H. LEE CO. VS. ILLINOIS CENTRAL RAIL- 
ROAD CO. 


Submitted Feb. 4, 1913. Decided May 5, 1913. 
Second-class rate with 12,000-pound minimum for the trans- 
portation of incubators and brooders in mixed carloads 
from Omaha, Neb., to Memphis, Tenn., found unreason- 
able to the extent ‘that it exceeded the third-class rate, 
with 18,000-pound minimum. Reparation awarded. 
C. E. Childe for complainant. 


A. P. Humburg for defendant. 


Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation, with principal .office at 
Omaha, Neb., and is engaged in the manufacture and 
sale of incubators, brooders and poultry supplies. In its 
petition, filed Sept. 20, 1912, it alleges that defendant 
charged an unreasonable and unduly discriminatory rate 
for the transportation of a mixed carload of incubators 
and brooders from Omaha to Memphis, Tenn., in Novem- 
ber, 1911. Reparation and the establishment of a reason- 
able rate for the future are asked. 

Complainant’s shipment weighed 26,880 pounds and 
charges were collected in the sum of $180.10 at the second 
class rate of 67 cents per 100 pounds. The invoice value 
of the shipment was $2,324.30, and it was loaded into a 
60-foot car. It is complainant’s contention that the rate 
of 67 cents was unreasonable, because at the same time 
the defendants maintained a rate of 32 cents on furniture 
and agricultural implements from Omaha to Memphis. 
It does not appear that there is any competition between 
incubators and brooders and furniture or agricultural im- 
plements. The value of the furniture and implements 
with which complainant seeks to make comparison is 
about one-half that of the shipment of incubators and 
brooders. The volume of shipments of furniture and 
implements as compared with complainant’s products does 
not appear. We are unable to find that because a lower 
rate is maintained on furniture and agricultural imple- 
ments the rate charged on this shipment was unreason- 
able. 
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When the shipment moved, the Western Classifica- 


tion contained the following ratings: 
Incubators and Brooders: Ba CyB 1 Ee. 

Boxed or crated,-min. c. 1. wt. 12,000 Ibs. (sub- 

ject to Rule 1 

In the white, min. wt. 12,000 lbs. (subject 

Rule 6-B) a 

K. d. flat, boxed, min. c. l. wt. 30,000 Ibs...... 2 

The class rates, in cents per 100 pounds, from Omaha 
to Memphis were as follows: First class, 82; second 
class, 67; third class, 47; fourth class, 34; fifth class, 29. 

Complainant asserted that it was impossible to knock 
down flat for shipment the incubators made by it; that 
so far as known, no incubator was manufactured that 
could be knocked down flat; that the provisions of the 
tariff could not be literally complied with by any ship- 
per, and that the shipments made by it were boxed in 
such a way as to fairly entitle them to the fifth class 
rate. It appears from the evidence that there are in- 
cubators on the market that can be knocked down flat. 
In Texas Seed & Floral Co. vs. N. Y., C. & St. L. R. R. 
Co., 23 I. C. C., 504 [Traffic World, June 8, 1912, p. 1163], 
the Commission had under consideration the transporta- 
tion of incubators and brooders in mixed carloads from 
Buffalo, N. Y., to Dallas, Tex. On the evidence of record 
in that case and the agreement of the parties it was 
the conclusion of the Commission that 24,000 pounds of 
incubators and brooders could be loaded in a standard 
36-foot car, and it required the establishment of that 
minimum on these commodities from Buffalo to Dallas, 
when shipped in mixed carloads, crated or boxed, with 
detachable parts removed, subject to the fourth class 
rate. The record in this case shows that it is impossible 
to load in a 36-foot car 24,000 pounds of incubators and 
brooders of the kind that cannot be knocked down flat; 
that 18,000 pounds of brooders and incubators can be 
loaded in a 36-foot car, and that as a result of elaborate 
investigation of the subject by the’ Uniform and Western 
Classification committees the following ratings have been 
adopted and are now in effect: 

Brooders, s. u., or with legs detached or folded against body, 
k. d., flat or folded flat, in boxes or crates, and incubators, 
s. u., or with legs detached and folded against body, in 
boxes or crates, mixed c. L, min. weight 18,000 Ibs., sub- 
ject to Rule 6-B 

Brooders, k. d. flat or folded flat, in boxes or crates; 
incubators, k. d., flat, in boxes, mixed c. minimum 
weight, 24,000 lbs., subject to Rule 6 4 

Note—Ratings include the equipment of heating apparatus 
which when detached must be in barrels, boxes or crates, 

Upon consideration of all the facts of ‘record, we 
are of opinion and find that the second class rate applied 
to complainant's shipment was unreasonable to the extent 
that it exceeded the third class rate of 47 cents, with a 
minimum of 18,000 pounds, for a standard 36-foot car, and 
that a rate on this basis should be maintained as a maxi- 
mum for the future. Under rule 6-B of Western Classifi- 
cation the minimum for a 60-foot car would be 30,960 
pounds. 

We further find that complainant made the shipment 
described in the foregoing statement of facts and paid 
charges thereon at the rate herein found unreasonable; 
that complainant has been damaged to the extent of the 
difference between the .amount which it paid and the 
amount which it would have paid at the rate and minimum 
weight herein found reasonable, and that it is, therefore, 
entitled to an award of reparation in the sum of $34.59 
with interest from Dec. 14, 1911. Inasmuch as the rate 
and minimum herein found reasonable have now been 
incorporated in the Western Classification, it is not 
deemed necessary to make an order for the future. 
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December 27, 1913 


SCRAP IRON RATES 

|. & S. DOCKET NO. 310 (28 I. ©. C. Rep., P. 525) 

SCRAP IRON RATES BETWEEN CHICAGO, ILL., AND 
OTHER POINTS AND RACINE, MILWAUKEE, WIS., 
AND OTHER POINTS. 


Submitted Nov. 21, 1913. Decided Dec. 12, 1913. 
Proposed increase in the rate on scrap iron between Milwaukee, 
Wis., and Chicago, IIL, in both directions, not justified, but 
a maximum rate of 3 cents per 100 pounds established for 


the future. 
rill & Barry for protestants. 
O. W. Dynes for respondent. 


Report of the Commission, 


PROUTY, Commissioner: 

The rates under suspension are those on scrap iron 
between Milwaukee and Chicago: The present tariff is 
50 cents per gross ton; the proposed tariff 70 cents. 

The respondent seeks to justify the higher rate by 
showing that its earnjngs under the present rate are in- 
sufficient. It appears that there is a considerable move- 
ment of scrap iron between Chicago and Milwaukee in 
both directions, although the respondent is not a heavy 
During the months of August 
and September, 1913, those being the two months next 
preceding the date of the hearing, 31 cars moved from 
Chicago to Milwaukee. For the handling of these car- 
loads the respondent collected $600.29, but of this it paid 
in the way of absorption switching at Chicago $268.64, 
leaving as revenue to the respondent $331.65. The aver- 
age loading of these cars was 86,150 pounds, the average 
per-car-mile earnings to the respondent 12.53 cents, and 
The distance is 85 miles. 
iron is a very low-grade commodity which 
and which should therefore move under 
a low The evidence shows that the respondent is 
maintaining rates of 50 cents per gross ton upon pig 
iron, steel rails, ingots, and rolling mill products, a rate 
of 45 cents upon coke and 60 cents upon coal. Taking 
into account the value of the commodity and the condi- 
tions of transportation, most, if not all, of these articles 
should take a higher rate than scrap iron. The respond- 
ent states, however, that while it hopes to be able to 
increase these rates in the future, it has been unable to 
do so.in the past owing mainly to water competition, 
which does not affect the rate on scrap iron to the same 
extent. 


carrier of this business. 


gross earnings per car of $10.70. 
Scrap 

loads heavily 

rate. 


In Investigation and Suspension Docket No. 270, 
Scrap Iron Rates Between Duluth, Minn., and Chicago, 
Ill., 28 I. C. C..467 [Traffic World, Nov. 29, 1913, p. 998], 
recently decided, the Commission permitted an increase 
on scrap iron between St. Paul and Chicago from 8 to 
10 cents per 100 pounds. If is our opinion, considering 
the relative length of the two hauls and the just relation 
of the terminal charge to the line haul, that a rate of 
3 cents per 100 pounds would certainly be as low between 
Chicago and Milwaukee as would 10 cents for a distance 
of 400 miles from St. Paul to Chicago. Upon a consid- 
eration of all the facts, we are of the opinion that the 
respondent has not fully justified the increase proposed, 
but that the present rate is too low. We are of the 
opinion that a rate not exceeding 3 cents per 100 pounds 
between these cities would be a just and reasonable max- 
imum rate for the future. Rates on scrap iron seem 
generally to be stated in cents per 100 pounds, and no 
reason is suggested why this rate might not properly be 
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so published. If, however, the respondent elects to estab- 
lish an equivalent rate in cents per gross ton, it may 
do so. 

An order will be issued in accordance with the above 
views. 


ORDER. 


It appearing, That on Sept. 8, 1913, the 
entered upon an investigation concerning the propriety of 
the increases and the lawfulness of the rates, charges, 
regulations and practices stated in the schedules con- 
tained in a tariff designated as follows: Chicago, Mil: 
waukee & St. Paul Railway, supplement No. 23 to C., M. 
& St. P., I C. C. No. B-2125, and subsequently ordered 
that the operation of said schedules contained in said 
tariff be suspended until March 15, 1914; 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the carriers respondent 
and designated in said tariff be, and they are hereby, 
notified and required to cancel, on or before March 1, 
1914, the rates and charges stated in the schedules speci- 
fied in said order of suspension. 

It is further ordered, That said respondent be, 
it is hereby, notified and required to establish, on or 
before March 1, 1914, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than 30 days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of not less than two years after said March 1, 
1914, to maintain and apply to the transportation of scrap 
iron in carloads between the points of origin and the 
points of destination named in the schedules covered by 
said order of suspension, rates not in excess of 3 cents 
per 100 pounds. 


Commission 


herein 


and 


RATES ON COAL TO MILWAUKEE 


|. & S. DOCKET NO. 181 (28 I. C. C. Rep., P. 527) 
IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF. SCHEDULES PROVIDING FOR 
THE CANCELATION OF JOINT RATES FOR THE 
TRANSPORTATION OF COAL FROM MINES IN 
KENTUCKY AND WEST VIRGINIA TO MILWAU- 
KEE, MANITOWOC AND KEWAUNEE, WIS., VIA 
PERE MARQUETTE RAILROAD AND CAR FERRY. 


Submitted Oct. 2, 1913. Decided Dec. 8, 1913. 
The holding of the original opinion; 27 I. C. C., 223, as to the 


maintenance of routes and rates for the transportation of 
soft coal from certain West Virginia and Kentucky mines 
to points on the west shore of Lake Michigan, when des- 
tined to points beyond, is affirmed. An advance of 10 cents 
per ton in the proportional rates here in question is like- 
wise permitted. 


G. W. Kretzinger, Jr., for Detroit, 
Milwaukee Railway Co. and Detroit & Toledo Shore Line 


Grand Haven & 
Railroad. 

W. S. Bronson and J. S. 
Ohio Railway Co. 

Gill & Barry for Elmore-Benjamin Coal Co. and others. 

W. N. King for Kanawha & Michigan Railway Co., 
Kanawha & West Virginia Railroad Co., and Coal & Coke 
Railway. 


Patterson for Chesapeake & 
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Supplemental Report of the Commission. 
MEYER, Commissioner: 

The original decision in this proceeding, promulgated 
on June 5, 1913, 27 I. C. C., 223 [Traffic World, June 21, 
1913, p. 1345], related to the closing of routes and the 
withdrawal of rates for the transportation of soft coal 
from mines in West Virginia and Kentucky on or tribu- 
tary to the Chesapeake & Ohio and the Kanawha & Michi- 
igan to Milwaukee, Manitowoco or Kewaunee, Wis., for 
further shipment beyond those points. The delivering- 
line involved in the original proceeding was the Pere 
Marquette Railroad and car ferry. 

The same originating lines have had through routes 
to Milwaukee via the Grand Trunk Railroad and car ferry 
lines with joint proportional rates on coal intended for 
shipment beyond. 

While the original case was pending the Chesapeake 
& Ohio published tariff provisions canceling its joint rates 
and closing its route via the Grand Trunk. These pro- 
visions were suspended by order of the Commission and 
the case set for further hearing. The Kanawha & Michi- 
gan, though not formally a party to the supplementary 
proceedings, was represented at the hearing, and in ac- 
cordance with an understanding there reached this com- 
pany subsequently withdrew its rates and closed its route 
via the Grand Trunk. The tariff provisions issued to 
this end were likewise suspended by the Commission, 
and the whole question of rates:and routes from the 
points of origin mentioned with Grand Trunk delivery 
at Milwaukee is now presented for decision. 

The entire record of the original case was stipulated 
into the present case. The Grand Trunk presented some 
additional testimony with reference to the amounts of 
the divisions of the rates offered and demanded by the 
respective carriers, and also with reference to the cost 
of operating its ferry service from Grand Haven across 
Lake Michigan to Milwaukee. It does not appear, how- 
ever, that the conditions surrounding the transportation 
of coal from the mines in question to Milwaukee via 
the Grand Trunk have been shown to be materially dif- 
ferent from those obtaining via the Pere Marquette. Our 
finding is, therefore, the same as in the original case, 
namely, that the present routes must be maintained and 
the proportional rates may be increased not to exceed 
iv cents per ton. ‘ 

The order of suspension will be vacated upon the 
filing of tariffs in accordance with these findings. If such 


tariffs are not filed by Dec. 23, 1913, an appropriate order 
will be entered. 


RATE NOT SHOWN UNREASONABLE 


CASE NO. 5565 (28 I. C. C. Rep., P. 529) 
SCOTT-MAYER COMMISSION CO. VS. CHICAGO, ROCK 
ISLAND & PACIFIC RAILWAY CO, ET AL. 


Submitted Aug. 2, 1913. Decided Dec. 4, 1913. 


Complainant alleges that defendants’ separately established 
rate of 19 cents per 100 pounds for the transportation of 
apples in carloads from Memphis, Tenn, to Little Rock, 
Ark., applicable to through shipments from the Cumber- 
land Valley region of Pennsylvania, is unreasonable and 
unjustly discriminatory because defendants maintain a pro- 
portional rate of 13 cents from Memphis to Little Rock on 
apples forwarded as through shipments*to Little Rock from 
points in western New York. No evidence was presented 
tending to show that the 19-cent rate is unreasonable in 
and of itself; Held, That under these circumstances the 
Commission will not disturb the factor under consideration 
except upon a showing that such factor, or the through 
rate of which it is a part, is unreasonable or otherwise 
in violation of the act. Complaint dismissed. 





Morris H. and Louis M. Cohn for complainant. 

Martin L. Clardy, Henry G. Herbel and Fred G. 
Wright for St. Louis, Iron Mountain & Southern Rail- 
way Co. 

W. F. Dickinson, Wallace T. Hughes and J. E. Johan- 
son for Chicago, Rock Island & Pacific Railway Co. 


Report of the Commission. 
BY THE COMMISSION: 


Complainant is a corporation engaged in the whole- 
sale produce business at Little Rock, Ark. By petition, 
filed Feb. 24, 1913, it alleges that it was charged by de- 
fendants an unreasonable and unduly prejudicial rate 
for the transportation from Memphis, Tenn., to Little 
Rock of certain carloads of apples shipped from points 
in Pennsylvania and Virginia. Reparation and the estab- 
lishment of a reasonable and non-discriminatory rate for 
the future are sought. 


Between Oct. 27, 1911, and Dec. 5, 1912, defendants 
transported for complainant from Memphis to Little Rock 
37 carloads of apples which had been forwarded as 
through shipments to Little Rock from Chambersburg, 
Mount Alto and Quincy, Pa., and Winchester, Va., on the 
Cumberland Valley Railroad. Freight charges thereon 
were paid by complainant at destination on basis of a 
through combination rate of 54 cents per 100 pounds, 
made up a rate of 35 cents to Memphis and defendants’ 
local rate of 19 cents from Memphis to Little Rock. 

The carriers which participated in the transportation 
east of Memphis are not parties to this case, the only 
defendants being the Chicago, Rock Island & Pacific Rail- 
way Co. and the St. Louis, Iron Mountain & Southern 
Railway Co. Complainant does not put in issue the rea- 
sonableness of the through rate of 54 cents, but attacks 
only the factor of 19 cents applicable to the haul beyond 
Memphis. Complainant offered no evidence to establish 
that the 19-cent rate is unreasonable in and of itself, 
but rested its case upon a showing that contempora- 
neously defendants maintain a proportional rate of 13 
cents from Memphis to Little Rock, applicable to apples 
in carloads forwarded as through shipments from certain 
points in western New York and northwestern Pennsyl- 
vania. 

Complainant contgnds that the maintenance of a rate, 
for the transportation from Memphis to Little Rock of 
apples originating on the Cumberland Valley Railroad, 
6 cents in excess of the rate contemporaneously main- 
tained for similar transportation of apples originating in 
western New York, is unduly prejudicial to the former 
traffic, and it seeks reparation upon the shipments in 
question upon basis of said proportional rate of 13 cents. 

Hereinafter the territory to which the 13-cent pro- 
portional rate is applicable will be referred to as the New 
York region, and the territory from which the shipments 
in question moved as the Cumberland Valley region. 
Complainant purchases apples from both regions. The 
apples received from the New York region and the Cum- 
berland Valley region are all packed in barrels, and 
are-of substantially the same kinds, grades and values. 
Complainant sells the apples at points in Arkansas on 
basis of the cost at points of origin, ‘plus freight charges 
and such profit as it may be able to make. Its testimony 
is to the effect that because of the difference in freight 
rates, here in issue, it must accept lower profits on the 
Cumberland Valley apples than on those from the New 
York region. Defendants’ transportation service from 
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Memphis to Little Rock is substantially the same whether 
the apples originate in the New York region or in the 
Cumberland Valley. 

The testimony submitted by defendants may be sum- 
marized as follows: There is a very considerable move- 
ment of apples from New York state to points on de- 
fendants’ dines. There are no joint through rates on 
apples from New York state to Little Rock and other 
points in Arkansas, the through rates being the com- 
bination of intermediate rates to and from the Mississippi 
River crossings. The rates from the New York region 
are 25 cents to St. Louis, Mo., 25 cents to Cairo, Ill., and 
35 cents to Memphis. Apples in carloads are rated fifth 
class in the Western Classification, and throughout a 
considerable portion of the territory west of the Missis- 
sippi they move at the fifth class rates. The fifth class 
rates to Little Rock are 37 cents from St. Louis, 32 cents 
from Cairo, and 27 cents from Memphis. The class C 
rates to Little Rock are 27 cents from St. Louis, 23 cents 
from Cairo, and 18 cents from Memphis. The carriers 
operating from these Mississippi River crossings, how- 
ever, have seen fit to establish commodity rates on apples 
to points in Arkansas, which are in most instances the 
same as the class C rates, being 27 cents and 23 cents 
from St. Louis and Cairo, respectively, to Little Rock, 
and 1 cent in excess of the class C rate, or 19 cents from 
Memphis to Little Rock. Consequently, if defendants 
applied the full combination to and from the Mississippi 
the combination from the New York 
region to Little Rock would be: Via St. Louis, 52 cents, 
made up of 25 cents to the Mississippi River and 27 
cents beyond; via Cairo, 48 cents, made up of 25 cents 
to the Mississippi and 23 cents beyond; and via Memphis, 
54 cents, made up of 35 cents to the Mississippi and 19 
cents beyond. If these combinations were applied it is 
obvious that the traffic to the destination territory in 
question would all move via Cairo, inasmuch as the com- 
bination on Cairo is 4 cents less than the combination 
on St. Louis and 6 cents less than the combination on 
Memphis. Consequently the carriers west of the river 
have equalized the combination via the three gateways 
by publishing proportional rates of 23 cents from St. 
Louis and 13 cents from Memphis to Little Rock, which, 
added to the rates east of the crossings just mentioned, 
results in through rates of 48 cents via those crossings, 
equal to the combination on Cairo. 


River crossings 


The situation as to the movement of apples from the 
Cumberland Valley region is such that the carriers west 
of the Mississippi have not considered it necessary to 
publish proportional rates. The rates from the Cumber- 
land Valley region are 35 cents to Memphis, 33 cents to 
Cairo and 32 cents to St. Louis. The rates beyond those 
crossings are 19 cents, 23 cents and 27 cents, respectively, 
making the combination from the Cumberland Valley to 
Little Rock via Memphis 54 cents, via Cairo 56 cents, and 
via St. Louis 59 cents. Inasmuch as the lowest com- 
bination to Little Rock is through Memphis, it has been 
unnecessary for the carriers operating. from Memphis to 
publish a proportional rate in order to make the rate 
via Memphis as low as the rate via other crossings. 

Defendants contend that the situation disclosed by 
the record amounts simply to this: That the through 
rate from the New York region to Little Rock is 48 cents 
and the through rate from the Cumberland Valley region 
to Little Rock is 54 cents; that the rates applied west 
of the river are in effect nothing more than divisions 
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that such separately established 
rates ought not to be disturbed unless it is shown that 
they are unreasonable in and of themselves; that if such 
showing is not made, it would be unjust to change a 
particular factor of the through rate except upon proof 
that the entire through rate is unreasonable or discrimi- 
natory, and that in view of the fact that the through 
rate is not in issue in this proceeding, complainant has 
established no ground for relief. 

In Serry vs. S. P. Co., 18 I. C. C., 554 [Traffic World, 
June 18, 1910, p. 797], the Commission expressed the 
opinion that it is not per se unlawful to make a propor- 
tional rate lower than the local rate and limit the ap- 
plication of that proportional to traffic coming from a 
specified territory. In Bascom Co. vs. A., T. & S. F. 
Ry. Co., 17 I. C. C., 354 [Traffic World, Jan. 8, 1910, p. 
38], a similar view was expressed. The decision in Rosen- 
baum Bros. vs. L. & N. R. R. Co., 22 I. C. C., 62 [Traffic 
World; Dec. 16, 1911, p. 1023], was not contrary to the 
expressions in the other case just cited. In that case 
the question whether a carrier may maintain proportional 
or separately established rates for the same haul, vary- 
ing with different points of origin.or of destination, was 
not involved. In the Interior Iowa Cities case, 28 I. C. C., 
64, 73 [Traffic World, Aug. 2, 1913, p. 254], we said: 


A shipper has no legal grievance with respect to his through 
traffic unless compelled to pay excessive charges for the 
through service. If the through charges are lawful in the 
sense that they are reasonable charges for the through service, 
a shipper cannot predicate unlawfulness of one of the com- 
ponent parts of the through charges by alleging that it is ex- 
cessive compensation to that carrier for that part of the 
through service. He pays for the completed service, and it 
is no concern of his how. the through charges are divided 
among the carriers, whether by agreement or by published 
proportionals, so long as the through charges for the through 
carriage are reasonable. The futility of a finding that a pro- 
portional rate i¢ excessive, in the absence of a finding also 
that the through charges are excessive, is clear, for by so 
much as we may reduce the proportional rate of one carrier 
another carrier in the route may increase its proportional 
rate, thus leaving the through charges unaffected by our order. 
It does not follow, however, that a carrier’s separate rates 
applicable to through transportation are beyond control and 
regulation by the Commission. On the contrary, it not infre- 
quently happens, as in this case, that the through charges for 
the through service are unreasonable because one of the pro- 
portionals entering into the through charges is excessive; and 
in such a case and upon a proper record our authority to reduce 
the unreasonable through charges by reducing the excessive 
proportional rate is beyond question. 


In the present case complainant specifically refrains 
from attacking the through rate. It has offered no evi- 
dence tending to show that the 19-cent factor is unrea- 
sonable for the service performed, other than a reference 
to the 13-cent proportional rate applicable to traffic origi- 
nating in the New York region. Complainant’s real 
grievance, if it has any, is with the through rate from 
the Cumberland Valley region. Under these circumstances 
we are of opinion that it would be unjust to disturb a 
particular factor of the through rate paid by complainant, 
except upon a record which would warrant a conclusion 
as to the reasonableness of the entire through rate or 
of the particular factor thereof under consideration. It 
follows that the complaint must be dismissed, and it will 
be-so ordered. 





ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof. 
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It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


THREE ROADS UNREASONABLE 


CASE NO. 4604 (28 I. C. C. Rep., P. 533) 
TRAFFIC BUREAU OF NASHVILLE, TENN., VS. LOUIS- 
VILLE & NASHVILLE RAILROAD CO. ET AL. 


Submitted Jan. 15, 1913. Decided Dec. 9, 1913 

Conditions affecting the transportation of coal from Louis- 
ville & Nashville Railroad western Kentucky mines to 
Louisville, Ky., Memphis and Nashville, Tenn., not found 
to be so dissimilar as to preclude a comparison of the 
rates from the same fields to the three cities. 

Rate of $1 per ton on coal to Nashville from Louisville & 
Nashville western Kentucky mines found to be unreason-+ 
able and rate of 80 cents prescribed. A like rate from 
Nashville, Chattanooga & St. Louis Railway mines in 
Tennessee and Alabama found to be unreasonable and 
rate of 90 cents prescribed. 

Complaint as to unreasonableness of $1 rate to Nashville 
on coal from Illinois Central western Kentucky mines 
not sustained. : 

The value of ton, car and train mileage statistics in fixing 
rates discussed. 

The Louisville & Nashville and the Nashville, Chattanooga 
& St. Louis inter-switch all traffic, including coal, at 
Nashville. They refuse to switch coal to and from the 
Tennessee Central, which road retaliates by refusing to 
switch coal to or from the rails of either of the other 
two. Upon complaint; Held, That the practice of all three 
roads is unreasonable, and further, that of the Louisville 
& Nashville and Nashville, Chattanooga & St. Louis is 
unjustly discriminatory. Discrimination required to be 
removed and reasonable practice prescribed. , 

“Terminals are either open or they are not,”’ and a carrier 
may not exercise an arbitrary discretion, based upon a 
strained construction of the proviso of section 3, in say- 
ing for what roads and for what traffic it will open its 
terminals and for what other roads and traffic it will 
decline so to do. 

Perkins Baxter and K. T. McConnico for complainant 

and interveners. 
William A. Northcutt for Louisville & Nashville Rail- 
road Co. ° 

R. Walton Moore for Nashville, Chattanooga & St. 
Louis Railway and Illinois Central Railroad Co. 

Cc. C. Waller for Nashville, Chattanooga & St. Louis 
Railway. 

Fordyce, Holliday & White for Tennessee Central 
Railroad Co. 


Report of the Commission. 


“McCHORD, Commissioner: 

Nashville, Tenn., through its traffic bureau as com- 
plainant, its board of trade, its industrial bureau, its 
mayor and city council, and the county of Davidson, as 
interveners, attacks the rate of $1 per ton on coal to 
Nashville from western Kentucky mines on the Louis- 
ville. & Nashville Railroad and the Illinois Central Rail- 
road, and from mines in eastern Tennessee and in Ala- 
bama on the Nashville, Chattanooga & St. Louis Railway. 
The movement from the Tennessee mines is through 
Alabama and therefore interstate. The complaint is 
quite voluminous and the rate is challenged as being 
unreasonable inherently and relatively, and as unduly 
prejudicing Nashville and its shippers to the advantage 
of such other cities as Chattanooga, Knoxville and Mem- 
phis, Tenn.; Louisville and Covington, Ky.; Cincinnati, 
O., and East St. Louis, Ill. The allegation of unjust dis- 
crimination is directed against the Louisville & Nash- 
ville and the Nashville, Chattanooga & St. Louis in so 
far as Chattanooga is said to be preferred, and against 
the Louisville & Nashville alone with respect to the 
“other cities. The question of interline switching at Nash- 
ville is also placed in issue and will be treated sepa- 
rately herein. 

Owensboro, Ky., is about 30 miles east of Henderson, 
Ky., both being on the Ohio River and between Louis- 
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ville and St. Louis. South of Henderson the Louisville 
& Nashville main line from St. Louis is known as the 
Henderson division and extends to a station within a few 
miles of Nashville, at which station it connects with 
the main line running south from Louisville. The Owens- 
boro division runs southeast to a few miles beyond 
Russellville, Ky. Leaving the main line at -Memphis 
Junction, Ky., between Louisville and Nashville, the 
Memphis division runs due southwest to Memphis, inter- 
secting the Owensboro division at Russellville and the 
Henderson division at Guthrie. Coal from the Hender- 
son division moves through Guthrie direct to Nashville; 
from the Owensboro division it moves to Russellville, 
thence 19 miles over the Memphis division to Guthrie, 
whence to Nashville the route is the same as from 
Henderson. It is well here to note that coal moves from 
both these divisions to Memphis, the route up to Guthrie 
being identical with Nashville shipments, and the dis- 
tance beyond being 216 miles over the Memphis division 
to Memphis, or 49 miles over the Henderson division to 
Nashville. 


From the Henderson division mines the average. dis- 


tance to Nashville is 110.62 miles; from the Owensboro 
division, 106.4; an average of 108.5 miles from the Louis- 
ville & Nashville western Kentucky mines. From the 
Illinois Central mines in the same fields the average 
distance to Nashville is 167 miles, the coal reaching 
Nashville over the Tennessee Central Railroad. From 
the Nashville, Chattanooga & St. Louis mines in eastern 
Tennessee and in Alabama the average distance to Nash- 
ville is 140 miles. 
Complainants’ Contentions. 


In support of their contentions complainants offered 
innumerable exhibits comparing on ton, car and train 
mile bases the Nashville rate with the rates on coal 
obtaining north of the Ohio River; with rates to St. 
Louis, East St. Louis, Louisville, Cincinnati, Memphis 
and other points on the Ohio and Mississippi rivers from 
mines in Kentucky, Tennessee and Virginia; with rates 
on coal prescribed by this Commission in a number of 
cases; with rates on coal to Chattanooga and to certain 
destinations in the Southeast; with rates on coal from 
other mines to Nashville; with rates on other commodi- 
ties to Nashville and to other destinations: with the’ 
average per-ton and per-car-mile rate received by de- 
fendants and other carriers on all traffic. In all of these 
instances the Nashville rate yields the greatest earnings. 
In elaborate detail defendants sought to analyze and 
rebut these comparisons in an endeavor to show that 
none was of any value in determining the reasonable- 
ness of the rate in issue. 

To attempt to set forth the detail into which com- 
plainants and defendants went in support of their con- 
tentions as to the conclusions that properly might be 
drawn from these exhibits would require a more lengthy 
discussion than the facts in this case make necessary. 
Ton-mile statistics, reflecting as they do neither car load- 
ing, train tonnage nor car or train mileage, are far from 
being. infallible guides in fixing freight rates. A high 
average ton-mile revenue may be due to short hauls, a 
preponderance of which occasions the railroad traffic 
manager much uneasiness, while it has been repeatedly 
shown that traffic low in ton-mile earnings may, because 
of its farther carriage and greater density, be the most 
remunerative. Per-car earnings, with distance consid- 
ered, are much more reliable. Where the commodity 
moves in trainloads the earnings per train-mile furnish 
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the best criterion, not only the car loading but also such 
physical conditions as grades, etc., being here reflected. 
Comparisons of any kind, however, to be effective must 
be analogous, or nearly so; that is, the rate charged or 
gross earnings derived on any basis for the transportation 


of a given commodity between two points furnishes a 
guide in arriving at the rate to be charged upon the 


same or nearly the same commodity between two other 
points similarly circumstanced. Comparisons made with 
coal moving to the lakes for transshipment, to tidewater 
and between points in Central Freight Association terri- 
tory are of little value here because of the manifest dif- 
in transportation conditions, particularly with 
to density of traffic, train tonnage and return 
empty hauls. 

Chattanooga, Knoxville and East St. Louis have coal 
mines in their immediate vicinities, and such juxtaposi- 
tion of supply and market must needs exercise a material 
influence over the rates from farther distant mines, 
thereby lessening the strength of the comparison. 


ference 
respect 


History of Rates. 

On steam coal the $1 per ton rate to Nashville, from 
Louisville & Nashville western Kentucky mines, has been 
sincé 1888. Domestic coal took a rate varying 
from 10 to 50 cents per ton higher. In 1896 the $1 
rate was made applicable to all except screened coal, 
which was given a rate of $1.15, and this was the adjust- 
ment that obtained until Dec. 1, 1898, when the rate on 
all grades of coal was fixed at $1. For 25 years, there- 
fore, the on steam coal has remained unchanged. 
In 1888 coal cars on the Louisville & Nashville could 
transport but 16 tons to the car, while the equipment of 
to-day hauls not less than 41 tons from these mines to 
Nashville. The tractive power of engines has also in- 
creased, and instead of 660 gross: tons handled between 
Guthrie and Nashville in 1888, 1,165 gross tons are now 
True, the hauling of coal in trainloads into 
Nashville appears to be the exception rather than the 
rule, but the increased tractive power of locomotives 
nevertheless is significant as tending to reduce the oper- 
ating cost per unit of freight transported. But the vol- 


in effect 


rate 


handled. 


ume of -tonnage has also increased, the 193,000 tons 
handled in 1892 growing to nearly 450,000 tons in 1911. 
While there is mention of increased cost of labor and 


material, little more than a suggestion appears of record, 
and no attempt was made to show operating costs. 
Viewed alone, the Nashville rate, unchanged throughout 
its 25-year existence and producing a ton-mile revenue 
of 9.2 mills for an average haul of 108.5 miles, at least 


commands attention. 
From these identical western Kentucky fields coal 


is hauled over the same rails up to Guthrie en route to 
Memphis. As stated, the movement is thence 216 miles 
over the Memphis division, a total average distance of 
276 miles for a rate of $1.10, a per ton-mile revenue of 
slightly less than 4 mills. In other words, the Louisville 
& Nashville charges only 10 cents per ton more when 
the additional haul beyond Guthrie is 276 miles to Mem- 
phis than when it is 49 miles to Nashville. Any differ- 
transportation conditions, therefore, must be 
The capacity of engines is shown 
Guthrie to Nashville, 900 


ence in 
found beyond Guthrie. 
to be 1,165 gross tons from 


gross tons from Guthrie to Paris, Tenn., and 1,100 gross: 


tons from Paris to Memphis. While it may be that the 
movement of coal to Memphis is somewhat heavier than 
to Nashville, there is nothing of record that indicates 
any substantial dissimilarity of operating conditions from 
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these mines to either market. Defendants do not under- 
take to show any material difference in transportation 
conditions, but rely entirely upon their contention that 
the Memphis rate was dictated by water transportation 
down the Mississippi River from the Pittsburgh, Pa., 
mines, and it will therefore be necessary to examine 
the conditions at Memphis, which are said to limit the 
rate to that point. 


Disposal of Previous Complaint. 


The present rate of $1.10 to Memphis became effect- 
ive April 1, 1911, and is an advance of 10 cents over the 
rate which obtained during the preceding nine years. It 
was the subject of complaint to this Commission, and in 
Memphis Freight Bureau vs. L. & N. R. R. Co., 26 I. C. C., 
402 [Traffic World, April 5, 1913, p. 754], decided Dec. 3, 
1912, was found to be reasonable. In that case the his- 
tory of the Memphis rate is completely reviewed, but 
will be briefly repeated here because of the earnestness 
with which defendants stressed the river influence. When 
the Louisville & Nashville entered Memphis with coal 
from western Kentucky, about 1882, it found the market 
supplied exclusively by Pittsburgh with coal, which was 
barged down theriver. Through the medium of its own coal- 
selling agency, and with rates varying from $1.40 to $1.70 
per ton, it endeavored to meet the Pittsburgh competi- 
tion until Jan. 1, 1889, when the rate became fixed at 
$1.40. This figure seems to have been amply low to in- 
sure Kentucky coal a market. In the meantime the 
Illinois Central entered Memphis from the same fields, 
but without any effect upon the rail rates. Then came 
the Kansas City, Memphis & Birmingham Railroad (now 
the Frisco) with a shorter haul from its Alabama mines, 
and railroad competition began, resulting in a rate of 
$1.30 from Alabama and Kentucky in the latter part of 
1889. Fluctuations between $1.18 and $1.40 occurred 
until 1897, when a rate of $1.10 was established, this 
being increased to $1.25 in 1899. The Kansas City, Mem- 
phis & Birmingham, desirous of securing the advantage 
of this shorter haul and in an endeavor also to offse* 
the greater cost of mining in the Alabama fields, insisted 
upon maintaining a 10-cent differential under the Ken- 
tucky rate, and this insistence precipitated a rate war, 
which bore the rate down to 45 cents, after which, on 
Oct. 26, 1901, a truce was declared and a rate of $1.25 
from all mines agreed upon. On Aug. 7, 1902, this rate 
was reduced to $1, and so remained until the advance 
to the present $1.10 rate on April 1, 1911. That these 
facts do not support the theory that water competition 
fixes the present Memphis rate is at once apparent, and 
was so found in the Memphis Coal case, supra, where, 
at page 404, we said: 

This rate history clearly shows active competition between 
both rail and water carriers at Memphis, though the effect 
of the latter is now largely only potential and could not be 
considered as influencing either the $1 or $1.10 rate, especially 
in view of the fact that rates of $1.40 and $1.60 were in effect 
for more than the first six years that the Louisville & Nash- 
ville encountered Mississippi River competition. It would 


seem, therefore, that the controlling competition is between 
the carriers themselves, particularly the Kansas City, Memphis 


& Birmingham (now the Frisco), which line appears to be 
largely responsible for all of the reductions made since its 
entry into Memphis. * * * It is unnecessary to comment 


upon the river competition further than to say it has no effect 
upon these rates. 

So far, then, as water-borne Pittsburgh coal is con- 
cerned, it may be said to have reached the maximum of 
its influence when the $1.40 rate was established. That 
there is railroad competition at Memphis is manifest, but 
that this does not affect the Louisville & Nashville ton- 
nage appears from the following: 
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The Louisville & Nashville, with 67.3 per cent of the total 
rail-coal tonnage to Memphis for the year 1910-11, experiences 
little discomfiture by reason of the 4.85 per cent handled by 
the Frisco, and is not seriously disturbed on account of the 
24.93 per cent transported by the Illinois Central. Memphis 
coal case, supra, page 406. 

But there is, or should be, equally. keen railroad 
competition at Nashville, and, on the whole, we are un- 
able to find any substantial dissimilarity attaching to 
the transportation of coal from western Kentucky mines 
on the Louisville & Nashville to Memphis and to Nash- 
ville. This, of course, excepts distance, which is greatly 
in favor of Nashville. 

At Louisvillé much the same condition exists, and 
the 60-cent rate charged until June 1, 1913, by the Louis- 
ville & Nashville for its average haul of 142 miles in 
connection with the Louisville, Henderson & St. Louis 
Railroad, and by the [Illinois Central for 125 miles, is 
offered for comparison by complainants, and the compari- 
son opposed by defendants on the ground of water com- 
petition to Louisville from Pittsburgh and West Virginia 
mines. The Louisville coal rates from western Kentucky 
have undergone a gradual reduction from $1.50 in 1888 
to $1 in 1908, 70 and 75 cents in January, 1910, and 
finally 60 cents on Feb. 28, 1910. On June 1, 1913, sub- 
sequent to the submission of this case, the rate was 
advanced to 65 cents. Before the route was established 
between the Louisville & Nashville and the Louisville, 
Henderson & St. Louis, which appears to have been 
about 1910, the Louisville & Nashville hauled its coal via 
Guthrie, a distance of 179.4 miles from its Owensboro 
mines and 225.6 miles from its Henderson division. There 
was considerable difference of opinion as to the cost of 
barging coal to Louisville from Pittsburgh. The Louis- 
ville & Nashville’s principal witness expressed the opin- 
ion that such transportation might be had for 12.5 or 
15 cents per ton, but these figures are unsubstantiated 
by proof and cannot be regarded as controverting our 
finding in Slider vs. S. Ry. Co., 24 I. Cc. C., 312, 313 
{Traffic World, July 13, 1912, p. 87], where we said: 


All the coal involved in this case comes down the COhio 
River in barges from Pennsylvania and West Virginia fields. 
Louisville is 134 miles below Cincinnati, and it costs com- 
plainant about 50 cents per ton more to get his coal from 
the mines than it costs Cincinnati dealers. 


If the barge rate is 50 cents per ton more fo Louis- 
ville than to Cincinnati, irrespective of what might be 
the rate to Cincinnati, it can hardly be said that either 
the 60 or 65 cent rail rate is water compelled; in fact, 
this is partially admitted by the leading witness for the 
Louisville & Nashville, who testified: 


A 60-cent rate from western Kentucky mines to Louisville 
is not made to meet the water competition into Louisville par- 
ticularly or to meet the competition from eastern Tennessee 
and eastern Kentucky. It was made because the Illinois Cen- 
tral makes a rate of 60 cents a ton from western Kentucky 
to Louisville. Our coal is in precisely the same vicinity as 
theirs; in some cases mines are served by both railroads, -and 
manifestly we could not get a higher rate on coal from western 
Kentucky mines into Louisville than is made by our immediate 
competitors. 

Carrier Competition Prime Factor. 

Again, then, we find that rail-carrier competition is 
the factor of prime consideration. The Louisville & 
Nashville, with a 17-mile longer haul, must meet the 
Illinois Central rate, while the latter relies almost en- 
tirely upon the river competition in differentiating condi- 
tions at Louisville and at Nashville. There are mines 
on the Louisville, Henderson & St. Louis, the nearest to 
Louisville being 86 miles and the farthest 136 miles, 
from which the rate is 50 cents, but the effect of this 
source of supply and the lower rate is not shown. The 


conditions, then, at Louisville are quite similar to those 
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at Memphis, and at neither can they be said substantially 
to differ from those at Nashville. While we do not 
think a relationship in the matter of coal rates between 
these three cities should be established, we do think 
that a comparison of their rates properly may be drawn, 
giving some consideration to the fact that coal is now 
actually moving in considerable quantities by water to 
Louisville, but not permitting it to vitiate the effect of 
the comparison. Measured, then, by the rates to Mem- 
phis and to Louisville, the rate to Nashville is high. 


Average Loading of Cars. 


Accepting the statements of defendants that the aver- 
age loading of coal cars from the mines in question is 
41 tons on the Louisville & Nashville and 34.5 tons on 
the Nashville, Chattanooga & St. Louis, we find the $1 
rate producing a car revenue of $41 in one instance and 
$34.50 in the other, or per-car-mile earnings of 37.78 cents 
and 24.64 cents, respectively. Assuming that all of this 
equipment is returned empty, the car-mile revenue for 
the loaded and empty movement is 18.89 cents and 12.32 
cents, while the average loaded and empty car-mile rev- 
enue for all traffic during 1912 was 10.54 cents for the 
Louisville & Nashville and 10.8 cents for the Nashville, 
Chattanooga & St. Louis. The loading from the Illinois 
Central mines is not shown, but at 40 tons per car, pro- 
ducing a revenue of $40 per car, the earnings per loaded 
car-mile for the 167-mile average haul would be 24 cents, 
or 12 cents per car-mile for the loaded and empty move- 
ment; 34.5 tons to the car would produce a loaded car- 
mile rate of 20.65 cents, or 10.325 cents per car-mile 
loaded and empty. The average car-mile earnings, loaded 
and empty, for all traffic during 1912 were 7.777 cents 
on the Illinois Central and 16.425 cents on the Tennessee 
Central. 

As to the Louisville & Nashville, we are of opinion 
and find that the existing rate on coal to Nashville from 
western Kentucky mines on its Owensboro and its Hen- 
derson divisions is unreasonable. We are of the same 
opinion and similarly find as to the Nashville, Chatta- 
nooga & St. Louis rate from its Tennessee and Alabama 
mines to Nashville. We further find that reasonable 
rates to Nashville from the Louisville & Nashville west- 
ern Kentucky mines on its Owensboro and its Henderson 
divisions should not exceed 80 cents per ton, and from 
the Nashville, Chattanooga & St. Louis mines in Ala- 
bama and in Tennessee, the movement from which is 
through Alabama, 90 cents per ton. 

The [Illinois Central does not reach Nashville. Its 
rails from western Kentucky extend only about halfway, 
and the traffic is turned over to the Tennessee Central 
at Hopkinsville, Ky. This route is 58.5 miles longer than 
the Louisville & Nashville from the same field and 27 
miles in excess of the’ Nashville, Chattanooga & St. 
Louis haul from East Tennessee and Alabama; besides, 
it embraces two separate and distinct carriers. Further- 
more, little attack was made on this rate, complainants 
confining themselves almost entirely to the Louisville & 
Nashville and the Nashville, Chattanooga & St. Louis 
rates. Under all the circumstances we cannot find, upon 
this record, that the Illinois Central-Tennessee Central 
rate is unreasonable. 

Reparation is asked, but under the circumstances of 
this case we do not think an award should be made. 


The Nashville Switching Situation. 
The Louisville & Nashville Terminal Co. is a cor- 
poration chartered in 1903, and its entire capital stock 
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of $100,000 is owned by the Louisville & Nashville. Of 
the $2,535,000 funded debt, bonds to the amount of $2,500,- 
000 are outstanding in the hands of the public, the re- 
mainder being held in the treasury of the Louisville & 
Nashville. These bonds are guaranteed by the Louisville 
& Nashville and the Nashville, Chattanooga & St. Louis. 
The terminal company owns certain terminal stations, 
1.07 miles of main line, and 30.32 miles of sidings. In 
1896 all of its property was leased for 999 years jointly 
to the Louisville & Nashville and the Nashville, Chatta- 
nooga & St. Louis at a rental of 4 per cent per annum 
upon the cost, the amount to be paid by each company 
being determined.on basis of use. The operating expenses 
are prorated upon the same basis. Both the Louisville 
& Nashville and the Nashville, Chattanooga & St. Louis 
have individually owned tracks, which they operate inde- 
pendently each of the other or‘of the terminal company, 
and upon these tracks industries are located. To and 
from these industries, as well as to and from those on 
the rails of the terminal company, traffic of all kinds is 
freely interswitched by the Louisville & Nashville and 
the Nashville, Chattanooga & St. Louis. 


Coal Excepted from Switching Plan. 

Prior to 1907 neither of these roads would switch 
freight of any kind to or from the Tennessee Central, but 
in that year, “in deference to public opinion,” they be- 
gan switching all non-competitive traffic, except coal, to 
and from the Tennessee Central. The charge for this 
service is $3 per car. Although both roads are emphatic 
in asserting that they have never even considered the 
switching of coal from the Tennessee Central, the Nash- 
ville, Chattanooga & St. Louis did have effective rates 
applicable to and from its interchange with the Tennes- 
see Central under which such a movement could have 
been accomplished for 60 cents per ton. Some surprise 
was expressed when this fact was developed at the hear- 
ing, and shortly thereafter this rate was canceled. Com- 
plainants aver that this situation unjustly discriminates 
against coal from the Tennessee Central, that the prac- 
tice with respect to switching coal at Nashville is unrea- 
sonable, and that the charge therefor (effective until 
shortly after the hearing) is unreasonable. While the 
switching tariff of -the Tennessee Central is similar to 
those of the Louisville & Nashville and the Nashville, 
Chattanooga & St. Louis, that road’s refusal to switch 
coal from either of the other lines is in reality a re- 
taliatory measure. It has styled itself a “cross-com- 
plainant,” and favors this portion of petitioners’ prayer. 
The other defendants insist that to require them to per- 
form this switching would be to compel them to give 
the use of their terminal facilities to another carrier 
engaged in like business, in contravention of the proviso 
of section 3; that their terminals are not now open to 
any except non-competitive traffic, and that while coal 
may come from non-competitive points, the very nature 
of the commodity renders it competitive. As to the 
competitive character of the commodity there is little 
doubt; but why this attribute of coal is restricted to that 
from the Tennessee Central and finds no place with the 
coal from the Nashville, Chattanooga & St. Louis Ten- 
nessee and Alabama fields when it meets the Louisville 
& Nashville Kentucky coal, or vice versa, is neither clear 
nor defensible. It may be that these two roads regard 
themselves as a single entity, due to the ownership by 
the Louisville & Nashville of more than 70 per cent of 
the capital stock of the Nashville, Chattanooga & St. 
Louis; this would explain but not justify. As we said 
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in Merchants’ & Mfrs.’ Asso. of Baltimore vs. P. R. R. 
Co., 23 I. C. C., 474, 476 [Traffic World, Apr. 13, 1912, 
p. 732], “Terminals are either open or they are not,” 
and a carrier may not exercise an arbitrary discretion, 
based upon a strained construction of the proviso of 
section 3, in saying for what roads and what traffic it 
will open its terminals and for what other roads and 
traffic it will decline so to do. In this case the joint and 
the separately owned terminals of each of these two de- 
fendants are open to all of the traffic of the other; are 
open to all non-competitive traffic to and from the Ten- 
nessee Central except coal, and, up to shortly after the 
hearing, those of the Nashville, Chattanooga & St. Louis 
were open as to this coal, but at a prohibitive rate. 


Switching Practice Unreasonable. 


Our conclusion is that the practice of defendants 
with respect to switching coal at Nashville is unreason- 
able and unjustly discriminatory; that the present tariffs 
of the Louisville & Nashville and the Nashville, Chatta- 
nooga & St. Louis unjustly discriminate against shipments 
of coal from the Tennessee Central and unduly prefer 
shipments of coal from the lines of each of the other. 
We find that a just and reasonable practice with respect 
to switching at Nashville to be observed by all defend- 
ants will permit the switching of coal from the inter- 
change of each carrier to industries on the rails of the 
other. Defendants will be required to cease the unjust 
discrimination herein found to exist and to establish and 
apply for the future the practice herein found to be 
reasonable. This disposition of the case is in consonance 
with the principle enunciated by the Supreme Court in 
U. S. vs. Terminal R. R. Asso. of St. Louis, 224 U. S., 383. 

The tariffs of the Louisville & Nashville and the 
Nashville, Chattandoga & St. Louis provide that no 
charge will be made for switching between their respect- 
ive lines at Nashville, the expense of this service pre- 
sumably being absorbed by the line bringing in the 
traffic. This fact was not developed at the hearing, and 
no prayer is made for, nor is there any testimony touch- 
ing upon, the absorption of switching at Nashville. Under 
their restricted practice no coal has been interswitched 
between the Louisville & Nashville and the Nashville, 
Chattanooga & St. Louis, on the one hand, and the Ten- 
nessee Central, on the other. A compliance with our 
order herein will remove this restriction. We cannot 
anticipate unjust discrimination with respect to absorp- 
tion of switching charges, and no finding with respect 
thereto will be made on this record. 

An order in accordance with these findings will be 
issued. 


ORDER. 


This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report 
containing its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof: 

It is ordered, That defendant Louisville & Nashville 
Railroad Co. be, and it is hereby, notified and required 
to cease and desist, on or before Feb. 15, 1914, and for 
a period of not less than two years thereafter to abstain, 
from charging, demanding, collecting or receiving its 
present rates for the transportation of coal from mines 
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on its Owensboro and its Henderson divisions in western 
Kentucky to Nashville, Tenn. 


It is further ordered, That defendant Louisville & 
Nashville Railroad Co. be, and it is hereby, notified and 
required to establish, on or before Feb. 15, 1914, upon 
notice to the Interstate Commerce Commission and to 
the general public by not less than five days’ filing and 
posting in the manner prescribed in section 6 of the Act 
to regulate commerce, and for a period of not less than 
two years after said Feb. 15, 1914, to maintain and apply 
to the transportation of coal in carloads from mines on 
its Owensboro and its Henderson divisions in western 
Kentucky to Nashville, Tenn., rates not in excess of 80 
cents per ton. 

It is further ordered, That defendant Nashville, Chat- 
tanooga & St. Louis Railway be, and it is hereby, notified 
and required to cease and desist, on or before Feb. 15, 
1914, and for a period of not less than two years there- 
after to abstain, from charging, demanding, collecting or 
receiving its present rates for the transportation of coal 
to Nashville, Tenn., from mines on its road in Alabama, 
and in Tennessee the movement from which is through 
Alabama. 

It is further ordered, That defendant Nashville, 
Chattanooga & St. Louis Railway be, and it is hereby, 
notified and required to establish, on or before Feb. 15, 
1914, upon notice to the Interstate Commerce Commis- 
sion and to the general public by not less than five 
days’ filing and posting in the manner prescribed in sec- 
tion 6 of the Act to regulate commerce, and for a period 
of not less than two years after said Feb. 15, 1914, to 
maintain and apply to the trausportation of coal in car- 
loads to Nashville, Tenn., from mines on its road in 
Alabama, and in Tennessee, the movement from which 
is through Alabama, rates not in excess of 90 cents 
per ton. 


It is further ordered, that the above-named defend- 
ants be, and they are hereby. no-ified and required to 
cease and desist, on or befors Feb. 15, 1914, and for a 
period of not less than two years thereafter to abstain, 
from their present practice with respect to interswitching 
interstate carload shipments of coal at Nashville, Tenn. 


It is further ordered, That defendants Louisville & 
Nashville Railroad Co., Nashville, Chattanooga & St. 
Louis Railway and Louisville & Nashville Terminal Co. 
be, and they are hereby, notified and required to cease 
and desist, on or before Feb. 15, 1914, and for a period of 
not less than two years thereafter to abstain, from 
maintaining any different practice with respect to switch- 
ing interstate carload shipments of coal] from and to the 
tracks of the Tennessee Central Railroad Co. at Nash- 
ville, Tenn., than they contemporaneously maintain with 
respect to similar shipments of coal from and to their 
respective tracks. 


And it is further ordered, That said defendants be, 
and they are hereby, notified and required to establish, 
on or before Feb. 15, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than five days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after said 
Feb. 15, 1914, to maintain and apply to the interswitch- 
ing of interstate carload shipments of coal at Nashville, 
Tenn., a practice which will permit the interswitching 
of such shipments from and to the lines of each and 
every defendant. 
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BURLAP COMPLAINT DISMISSED 
CASE NO. 5226 (28 I. C. C. Rep., P. 543) 
MEMPHIS FREIGHT BUREAU VS. BALTIMORE & OHIO 

RAILROAD CO. ET AL. 

Submitted April 12, 1913. Decided Dec. 3, 1913 

Rate of 38 cents per 100 pounds for the transportation of im- 


ported burlap from north Atlantic ports to Memphis, Tenn., 
not found to be unduly prejudicial. Complaint dismissed. 


Marsillot & Chandler and J.S. Davant for complainant. 

George Butler, R. Walton Moore and Nelson W. Proc- 
tor for Louisville & Nashville Railroad Co., Illinois Cen- 
tral Railroad Co., Southern Railway Co. and Norfolk & 
Western Railway Co. 

Frederic Lyman Ballard and Henry Wolf Biklé for 
Trunk Lines. 

Report of the Commission. 
BY THE COMMISSION: | 

This petition is filed by the Memphis Freight Bureau, 
a voluntary association of merchants, manufacturers and 
shippers at Memphis, Tenn., on behalf of the American 
Bag Co., hereinafter referred to as complainant, a cor- 
poration engaged in the manufacture of bags from cotton 
cloth and burlap at Memphis. It alleges that defendants’ 
rates for the transportation of imported burlap from the 
ports of New York, N. Y., Boston, Mass., Philadelphia, 
Pa., Norfolk and Newport News, Va., to Memphis are 
unreasonable and unduly prejudicial to Memphis, as com- 
pared with the rates on like traffic from said ports to 
St. Louis, Mo., and East St. Louis and Cairo, Ill. The 
establishment of reasonable and non-discriminatory rates 
for the future and an award of reparation are sought. 

At the hearing the allegation of discrimination in 
favor of East St. Louis and Cairo was withdrawn. An 
examination of the tariffs shows that there are no import 
rates on burlap from Norfolk or Newport News to St. 
Louis. While no evidence was offered as to the import 
rates on this traffic from Philadelphia and Baltimore to 
St. Louis, it appears that rates from these ports are 
certain differentials under the New York rates. 

Practically all the burlap used in this country is 
imported from Calcutta, India, through the north Atlantic 
ports, of which Boston and New York are representative, 
or through the Gulf ports, of which New Orleans is rep- 
resentative. 

Boston and New York are the ports through which 
the greater portion of the burlap is imported, and there 
are direct steamship lines from Calcutta to these ports. 
Steamship lines handling this traffic from Calcutta to 
New Orleans transship the burlap at Liverpool or London. 
The average time consumed in the transportation of bur- 
lap from Calcutta to Boston and New York is about 60 
days, and to New Orleans 90 days. Boston and New York, 
in addition to being the principal ports of entry for 
burlap, are also the largest “spot” burlap markets; that 
is, points where brokers have on hand burlap for imme- 
diate delivery in the United States. It is said that New 
Orleans is also a “spot” market, but only to a limited 
extent, and that generally no “spots” can be obtained at 
this port, 

About 25 per cent of complainant’s output is burlap 
bags, which are sold in the Mississippi Valley, Arkansas, 
Oklahoma, Texas, Kansas, Kentucky, Missouri, Illinois and 
Indiana. Complainant’s principal competitors are-.at St. 
Louis. The rate on burlap bagging from New Orleans 
to St. Louis, a distance of 699 miles, is 16 cents and to 
Memphis, a distance of 394 miles, 12 cents. 
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From north Atlantic ports to St. Louis defendants 
maintain import rates on this traffic, the rate from New 
York being 22 cents and from Boston 20 cents. The 
distance from New York to St. Louis is 1,054 miles, and 
to Memphis 1,158 miles. No import rates on this traffic 
are published from these ports to Memphis, the rate from 
New York and Boston to Memphis being in each instance 
a commodity rate of 38 cents. It is complainant’s con- 
tention that the rates from north Atlantic ports to Mem- 
phis are unduly prejudicial to Memphis and preferential 
to St. Louis as compared with the existing import rates 
to St. 

The ocean rates on burlap from Calcutta to Boston 
and New York are said to be approximately 6 cents per 
100 pounds than to New Orleans. This difference 
in the ocean rates as between north Atlantic and Gulf 
ports, in effect, equalizes the total through rates from 
Calcutta to St. Louis via either New York or New Orleans, 
and makes the rate via Boston 2 cents less than through 
New York or New The St. 
may, therefore, through 
ports may favor 
the same total rate through New York and at 
a less rate through Boston. The 38-cent rate on burlap 
from Boston and New York to Memphis makes the cost 
of transportation via much 
via New Orleans that complainant is confined to the latter 
port in the importation of its burlap. 

Complainant states that the 30 days’ additional time 
consumed in transporting burlap from Calcutta to Mem- 
phis enables the St. Louis manufacturers to put 
product on the market that much earlier than 
ant, and, furthermore, that this additional time represents 
a loss of $300 in interest on the purchase price of a million 
yards of burlap from Calcutta, which involves an invest 
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ment of $60,000 and is said not to be an unusual shipment. 
Complainant states that frequently it 
from brokers on “burlap to arrive” at New York or 


quotations 
Bos- 
a certain date. These quotations may 
be the same or less than on “burlap to arrive’ at New 
Orleans. If they are the same or a little less than at 


has 


ton on or about 


New Orleans it is neither practicable nor economical for 
complainant to accept them on account of the great dif- 
ference in the freight rates via New York and Boston 
to Memphis as compared with that via New Orleans. On 
the other hand, the St. Louis manufacturers, having sub- 
stantially the Calcutta via Boston and 
New York as via New Orleans, may accept the quotations 
from either 


same rates from 


market. 


Again, it is stated that on an ab- 
normally high market, such as has lately prevailed, com- 


plainant has deemed it the better policy to purchase 
“spot” burlap, basing its quotations on the “spot” market 
prices; that at times the prices of “spots” in New York 
or Boston are much lower than at New Orleans, and that 
frequently burlap is not obtainable at New Orleans, while 
at practically all can be had at New York or 
Boston. It is urged that the 38-cent rate from New York 
and Boston to Memphis prevents complainant from taking 


On the other hand, it is 


times it 


advantage of these conditions. 
that the St. Louis manufacturer may 
either Atlantic New Orleans 
equal basis of total transportation cost. 

While it is said that the prices of “spot” burlap at 
New York and Boston are at times lower than at New 
Orleans, this does not appear to be the general rule. 
Complainant’s witnesses testified that the prices of “spots” 
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were governed by the supply and demand, and that at 
times the prices at New Orleans were lower than at 
Atlantic ports. It is obvious that when they are the 
same at the various ports the difference in the freight 
rates between New York and New Orleans to St. Louis 
would give New Orleans an advantage of 6 cents per 100 
pounds in the total cost of burlap over New York on 
shipments to St. Louis. 

Burlap bagging is rated fourth class in Official Classi- 
fication, but the domestic rates on this traffic from New 
York and Boston to St. Louis and Memphis are equal 
to the fifth class rates to these points, namely, 35 and 
38 cents, respectively. Complainant urges that the dif- 
ferences between the import rates from north Atlantic 
ports to St. Louis and Memphis should not exceed this 
difference in the fifth class rates, and that therefore the 
rates from New York and Boston to Memphis should not 
exceed 25 cents and 23 respectively. The latter 
rates, it is said, would also produce approximately the 
same ton-mile earnings as the present rates from New 
York to St. Louis, or about 4 mills per ton-mile. 

On behalf of the trunk lines operating between north 
Atlantic ports and St. Louis, it is stated that the import 
rates to St. Louis are made with reference to the rate 
from New Orleans to St. Louis; that years of experience 
have shown that no substantial amount of import traffic 
in burlap can be attracted to the north Atlanic ports 
if the rates from these ports to destinations exceed the 
rates from New Orleans by more than 6 cents, the dif- 
ferential between the ocean rates to north Atlantic ports 
and to New Orleans; and that the import rate of 22 cents 
from New York to St. Louis has been established on 
this basis, being 6 cents above the 16-cent rate from New 
Orleans to St. They say that if it is sought to 
extend the application of import rates on this basis down 
the Mississippi alley, it is obvious that as the distance 
from New York increases and the distance from New 
Orleans decreases, a limit will be reached beyond which 
it will not be profitable to attempt to attract traffic 
through the North Atlantic ports. It is contended that 
in order to obtain a substantial share of the traffic from 
the eastern seaboard to southern territory the rates from 
New York would have to be made on the basis of a 6-cent 
differential over the rate from New Orleans, and that 
in the case of Memphis this would result in an abnormally 
low rate of 18 cents for a haul of 1,158 miles. For 
this reason it is said the trunk lines have considered it 
futile to meet Gulf competition at points south of the 
Ohio River, and that no import rates are published from 
north Atlantic ports to such points. 


cents, 


Louis. 


— 


Briefly stated, the defense of the southern carriers 
is that they do not fix or contro] the rates from the east- 
ern seaboard to St. Louis and, therefore, cannot be held 
responsible for those rates; and that the competitive 
conditions existing on this traffic at St. Louis, as well 
as the lower cost of operation and greater density of 
traffic in eastern and Central Freight Association terri- 
tory, justify lower rates to St. Louis than to Memphis. 
They urge that the present all-rail rates from the eastern 
seaboard to Memphis were established many years ago 
to meet competition of all-water routes and are to-day 
controlled by the potential competition of those routes 
and kept depressed below the general plane of rates to 
southern territory. They state that the rates from the 
East to Memphis have never borne any definite or inten- 
tional relationship to the rates to St. Louis; and that 
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merely because there happens to be a differential of 3 
cents between the respective fifth class rates to these 
points is no reason for holding that a greater difference 
than 3 cents between the special commodity rates on bur- 
lap to St. Louis and Memphis is unlawful. 

The Louisville & Nashville Railroad contends that 
it does not participate in this import traffic.to St. Louis. 
The record shows that while that road concurred in the 
import rates from New York, Philadelphia and Baltimore 
to St. Louis, at the time this complaint was filed there 
were no agreed divisions via its line. Since that time 
the Louisville & Nashville has withdrawn from the tariffs 
naming import rates on this traffic from the latter ports 
to St. Louis. It, however, still concurs in the import 
rate on burlap from Boston to St. Louis. 

Defendants argue that the establishment of rates 
from the Atlantic seaboard to Memphis such as the rate 
demanded by the complainant herein would be useless, 
because such rates could not and would not control for 
the eastern-port routes any appreciable share of the Mem- 
phis traffic; that the only traffic which defendants could 
expect under the proposed rates would be that of “spot” 
burlap, and then only if there was no “spot” burlap to 
be had at New Orleans, or if the price at New York 
was sufficiently low to equalize the difference in the 
rates between New Orleans and New York to Memphis. 

Obviously the geographical location of Memphis is 
not such as to warrant a differential in favor of St. Louis 
of 16 cents in the rates on imported burlap from New 
York. Upon this record, however, it is not clear that 
the existing discrimination against Memphis is in violation 
of section 3 of the act, or is of a character which may 
be removed by an order from this Commission. There 
are at least two railroad systems—the Pennsylvania and 
New York Central—which can haul this traffic the entire 
distance from New York to St. Louis over their own rails. 
Other roads, over which a two or three line haul is neces- 
sary, have seen fit to participate in a rate which is the 
same as that over systems having a one-line haul. None 
of the carriers operating directly from New York to St. 
Louis reaches Memphis. If the carriers which reach 
Memphis and are parties to the 22-cent rate to St. Louis 
were required to withdraw from participation-in the 22- 
cent rate to St. Louis so long as they maintain a rate 
in excess of 25 cents to Memphis, it would simply mean 
that the other lines reaching St. Louis would obtain 
more of the traffic to that point with less competition. 
It cannot be said, therefore, that the maintenance of the 
22-cent rate to St. Louis is the voluntary act of the de- 
fendants which reach Memphis. If we were authorized 
t) fix a minimum rate, or to treat the carriers collectively, 
as a single unit or system, the adjustment complained of 
is one which might call for correction. 

The Commission has held in cases where joint or 
proportional rates were made by all of the carriers lead- 
ing to certain points of destination that it was proper 
to end a discrimination as between points of origin by 
a reduction in the rate from a certain point that was 
subject to discrimination. Indiana Steel & Wire Co. vs. 
C., R. lL. & P. Ry. Co., 16 I. C. C., 155 [Traffic World, May 
15, 1909, p. 662]; Railroad Commission of Tennessee vs. 
A. A. R. R. Co., 17 I. C. C., 418 [Traffic World, Jan. 29, 
1910, p. 124]. But, as explained in Ashland Fire Brick 
Co. vs. S. Ry. Co., 22 I. C. C., 115 [Traffic World, Dec. 
30, 1911, p. 1118], this principle has application only 
where the traffic from both groups of origin is neces- 
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sarily transported to destinations by the same connecting 
carrier or carriers, and where it is possible for the de- 
livering carriers to put an end to the discrimination by 
the exercise of their power to refuse to enter into pref- 
erential joint or proportional rates. In the present case 
it is clear that the refusal of the carriers reaching Mem- 
phis to participate in the 22-cent rate to St. Louis would 
not affect the maintenance of that rate by other carriers 
which do not reach Memphis. 

Under the existing law, and in view of the dissimi- 
larity of circumstances and conditions surrounding the 
transportation to St. Louis and to Memphis, we find that 
the rate adjustment does not result in undue prejudice 
against Memphis within the meaning of section 3 of the 
act. There is no evidence tending to prove that the 
rate to Memphis is unreasonable. The complaint must, 
therefore, be dismissed, and it will be so ordered. 


GRAIN IN C. F. A. TERRITORY 
|. & S. DOCKET NO. 232, (28 I. C. C. Rep., P. 549) 


Submitted Nov. 14, 1913. Decided Dec. 8, 1913. 

1. Proposed increase in reshipping rates on malt from Milwau- 
kee and Chicago to points in central freight association 
territory and to western termini of trunk lines has been 
justified. Order of suspension vacated. 

2. Proposed increase in rates on certain by-products of grain 
from Mississippi River crossings has not been justified. 
Present rates should be continued in effect. 

3. Proposed increase in proportional rates from upper Mississippi 
River crossings as compared with those from the lower 
crossings has not been justified. Present rates should be 
continued for the future, 

4. Proposed general increase in grain rates from Illinois points 
to markets of consumption has been justified, but lawfulness 
of individual rates not passed on. 


W. W. Collin, Jr., for New York Central lines, Penn- 
sylvania lines and Baltimore & Ohio Railroad Co. 

N. S. Brown for Wabash Railroad Co. and its re- 
ceivers. 

Edward Barton, N. S. Brown, C. B. Cardy, W. W. 
Collin, Jr., W. F. Dickinson, O. W. Dynes, R. V. Fletcher, 
H. B. Herbel, W. T. Hughes, A. P. Humburg, O. S. Lewis, 
R. B. Scott, R. M. Shaw, C. C. Wright and F. G. Wright 
for Baltimore & Ohio Southwestern Railroad Co., Chicago 
& Alton Railroad Co. and others. 

G. T. Bell for Traffic Bureau, Sioux City Commercial 
Club. 

W. O. Bartholomew for Southern Illinois Millers’ 
Association. 

W. R. Bach for Illinois Grain Dealers’ Association, 
Farmers’ Grain Dealers’ Association of [Illinois and 
others. 

Charles Rippin for Merchants’ Exchange of St. Louis. 

J. H. Henderson and D. N. Lewis for Clinton Sugar 
Refining Co., Douglas & Co. and others. 

G. M. Freer, L. A. Valiers, R. L. Callahan, Alfred 
Brandeis, G. H. Evans, C. B. Stafford, A. E. Rust, A. D. 
Beals, J. A. Smith, H. S. Antrim, B. H. O’Meara, T. E. 
Gillette, Jr.. T. M. Henderson, M. D. Smiley and Herbert 
Sheridan for certain protestants. 

F. H. Behring for Southern Railway Co. 


Report of the Commission. 


PROUTY, Commissioner: 

This proceeding involves the suspension of a great 
number of tariffs, but those tariffs have only been ex- 
amined by the Commission as to those rates against 
which protest was filed with the Commission and as to 
which the protestants appeared and made objection upon 
the hearing. Such points are four in number: 

1. Reshipping rates on malt from Milwaukee and 
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Chicago to points in Central Freight Association terri- 
tory and to western termini of trunk lines. 

2. Rates on certain by-products of grain which are 
made higher than rates upon grain products. 

3. Proportional rates from the upper Mississippi 
River crossings as compared with those from the lower 
crossings. 

4. Rates on grain and grain products to various 
markets from points of production in Illinois. 


1. Rates on Malt. 


The rates here involved are what are known as re- 
shipping or specific rates from Chicago to various points 
in Central Freight Association territory and to the 
termini of western trunk lines. The exact question pre- 
sented will be best understood by considering rates to 
a particular point, and Pittsburgh may be selected for 
that purpose. 

There is a joint through rate on malt from Minne- 
apolis to Pittsburgh of 18 cents. There is also at the 
present time a rate on malt and barley from Minneapolis 
to Chicago of 7% cents and a reshipping rate from 
Chicago to Pittsburgh of 9.2 cents, producing a combina- 
tion from Minneapolis to Pittsburgh of 16.7 cents. The 
maltster at Chicago can therefore bring his barley from 
Minneapolis to Chicago, malt it at Chicago, and send on 
the product at a total rate of 1.3 cents less than is paid 
by the maltster at Minneapolis upon his malt. The car- 
riers allege that it was for the purpose of correcting this 
discrimination in favor of maltsters located at Chicago 
and Milwaukee and putting Minneapolis upon an equality 
with these points that the proposed increase has been 
made. 


Just how the existing condition came about does not 
clearly appear. The rate upon barley, rye and other 
coarse grains from Minneapolis to Chicago has long been 
7% cents. Formerly the rate upon malt was 10 cents, 
but this was subsequently reduced to 7% cents, the 
same as the rate upon barley. Whether the low reship- 
ping rate was put in while the 10-cent malt rate was in 
effect for the purpose of protecting the Minneapolis 
maltster, or whether it was established after the reduc: 
tion of the rate on malt to continue to the Milwaukee 
and Chicago maltster some part of the advantage which 
they had formerly possessed, does not clearly appear, 
nor is it, probably, material to this case. 

The reshipping rate on grain from Chicago to Pitts- 
burgh is 10 cents, which produces a rate of 17% cents 
on barley from Minneapolis. Reshipping rates on grain 
products from Chicago to points east are usually some- 
what higher than the corresponding rate upon grain, 
and it appears that the reshipping rate on grain products 
from Chicago to Pittsburgh is 10% cents. Ordinarily the 
rate on malt is the same as that upon grain products, 
and this is sometimes the same as the grain rate and 
sometimes slightly higher. It fever happens, except in 
very abnormal conditions, that the rate on malt is lower 
than that on the grain out of which the malt is manu- 
factured. The presumption is, therefore, that in the 
present case the advance from 9.2 to 10% cents, the 
ordinary grain-product rate, is proper. 


Two classes of objections are urged against this 
advance. Malting interests at Chicago say that the in- 
crease ought not to be made, because malt at the present 
time competes with certain other articles usually manu- 
factured from corn, and that to increase the rate on 
malt without a corresponding increase in the rate on 
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these articles is to put the Chicago maltster at a dis- 
advantage. 

It did not very clearly appear what the exact char- 
acter of these substitutes for malt were, nor where they 
were manufactured, nor at exactly what rate they move. 
So far as the testimony shows anything, they take the 
ordinary grain-product rate. Being manufactured from 
corn, the raw material would be obtained, not in the 
Northwest, but in the corn-producing areas farther south. 
If, as the respondents assert in their brief, these articles 
take the ordinary grain-products rate, it is difficult to 
see how any undue discrimination can be affirmed of 
the conditions which will exist if these malt rates are 
advanced. The malt substitute will take the grain-prod- 
uct rate and the malt will also take that rate. If the 
malt has taken a lower rate in the past, and if the 
Chicago maltster has obtained an advantage to which he 
was not entitled, that circumstance affords no reason 
why his advantage should be continued. 

Reshipping rates from Chicago to points in Central 
Freight Association territory differ with the point of 
origin of the grain; that is, the reshipping rate upon 
barley grown in Iowa may be different from the reship- 
ping rate upon that grown in the Northwest. It may 
therefore be possible to find instances where the malt 
will move at a lower rate than the substitute, but in 
every instance the rate upon mali is as lew as that upon 
grain products manufactured from grain from the same 
territory. 


The objections put forward in behalf of the Mil- 
waukee maltsters proceed upon an entirely different 
ground. They concede that if the M.lwaukee maltster 
and the Minneapolis maltster both purchase their barley 
in Minneapolis the advanced rates will do exact justice 
between the parties, but they urge that the Milwaukee 
maltster does not in fact obtain his barley from Minne- 
apolis but buys it in intermediate territory between Min- 
neapolis and Milwaukee, from which the rate to Mil- 
waukee is higher, frequently much higher, than 7% cents. 
They urge that since the Milwaukee manufacturer must 
pay a higher rate upon his raw material in, he should 
have a lower rate upon his product out. 


It is well understood that grain rates to Chicago and 
Milwaukee from much of the intermediate territory be- 
tween Minneapolis upon the one hand and Milwaukee 
and Chicago upon the other, are higher than the so- 
calléd proportional rate upon which the business moves 
from Minneapolis. It is alleged that this is due to the 
effect of various kinds of competition at Minneapolis and 
St. Paul, mainly that of the great lakes. Whether this 
relation of rates is or is not correct is not now consid- 
ered. It has in the past been before this body in vari- 
ous connections, and has been to some extent approved. 
For present purposes it is enough to say that if this 
relation is wrong it cannot be corrected by requiring 
carriers leading south from Chicago to establish a lower 
rate upon malt, when manufactured at Chicago or Mil- 
waukee, than they establish on malt coming from Minne- 
apolis. If these rates from the intermediate territory 
are too high the remedy is to obtain a reduction in 
those tariffs. As a rule lines leading south of Chicago 
are not interested in the rates from the grain fields to 
Milwaukee and Chicago and ought not to be required to 
make good any unreasonableness in those rates. 

As we understand it, these increased tariffs apply to 
malt the same reshipping rate which is applied to other 
grain products. No satisfactory reason has been sug: 
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gested why a lower rate should be continued. We are 
of the opinion, and find, that these increases to the above 
extent have been justified. 


2. Rates on By-Products. 


In the past the general rule in most parts of this 
country has been to apply the same rate to the grain and 
the product manufactured from that grain, but of late 
a disposition has been manifested to make the rate upon 
the product somewhat higher than that upon the grain. 
At the present time the reshipping rate from Chicago to 
New York, for example, is 16 cents upon grain and 16.7 
upon the product. To-day carriers in Central Freight 
Association territory have gone one step farther and 
have created a class of articles known as by-products. 
These articles are produced in the manufacture of grain, 
but are said to be less directly related to the grain itself 
than are ordinary grain products. The rate upon these 
by-products from the Mississippi River to points in Cen- 
tral Freight Association territory and trunk line termini 
have been increased 1 cent per 100 pounds, while the 
rate upon grain products remains the same. 

The objection to this increase wiil be best appre- 
ciated by stating two specific instances which were 
brought out upon the hearing. The Clinton Sugar Refin- 
ing Co. manufactures gluten feed at Clinton, Ia. This 
feed is produced from corn in the process of its manu- 
facture into various other articles. There are in effect 
through rates on corn from various points of production 
west of Clinton, through Clinton, to the east bank of 
the Mississippi River, and the Sugar Refining Co. buys 
corn at such interior points, ships it into Clinton, manu- 
factures it and ships out the gluten feed to the east 
bank of the Mississippi River under transit upon the 
through rate. In the past reshipping rates have been in 
effect from the east bank of the Mississippi River under 
which this gluten feed moved to destination at the same 
charge as did grain products. This rate has now been 
increased 1 cents per 100 pounds, while the grain prod- 
ucts continue to move at the former rate. 

Gluten feed possesses about the same nutritive value 
and sells for about the same price, for stock-feeding pur- 
poses, as do many articles which are classified by the 
respondents as grain products, and which continue to 
move under the grain-products rate. The value of gluten 
feed and of these grain products is substantially the 
same, and the cost of transportation the same. The 
result of this present increase is to compel the manu- 
facturer of gluten feed ta pay 1 cent per 100 pounds 
more than does his competitor who manufactures grain 
products. 

The second instance developed upon the hearing 
relates to the manufacture of mixed feed at St. Louis. 
This product, like gluten feed, comes into competition 
with grain products for stock-feeding purposes. It has 
the same value and can be transported at the same cost 
as grain products, but the rate applicable to it is now 
made 1 cent higher than that paid by the manufacturer 
of grain products. 

The respondents justify this increase by stating that 
the present rate on these by-products is no higher than 
the present local rate from St. Louis and other Missis- 
sippi River crossings upon grain products, that the in- 
crease has really come about by withdrawing from the 
by-product the benefit of the reshipping rate and confin- 
ing it to the local tariff. This, they say, has been done 
for the reason that by-products cannot be milled in tran 
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sit under rules applicable in Central Freight Association 
territory. 

It may be noted in passing that this last statement 
is not borne out by the record. The testimony strongls 
indicates that mixed feed like that dealt in by the shipper 
at St. Louis can be manufactured under transit at Chi- 
cago and Peoria; but, however this may be, the reason 
put forth by the respondents in justification of this in- 
crease is not a satisfactory one. These so-called by- 
products which were brought to our attention are manu- 
factured from grain. They have the same value as many 
grain products, and they come into direct competition 
with these grain products in the feeding of stock. Their 
value is no greater than that of grain products; in many 
instances it is less. The cost of transportation and all 
the incidents of transportation are substantially the same. 
In the past they have gone under the same rate, and 
it is no answer now, when this rate is increased against 
the manufacturer of the by-product, to say that his article 
should take the local rate while the products of grain 
are entitled to a reshipping rate. This increase is a 
substantial thing which the shipper must pay and which 
cannot be justified by any mere change in the nomen- 
clature of its statement. It may be that these by-prod- 
ucts ought to take a higher rate than grain products; it 
may be that they cannot properly be given the privileges 
of transit while grain products are; but before this dis- 
crimination, which must practically drive out of business 
these manufacturers if applied at all points and in all 
directions, is pronounced a due and proper one something 
more must be presented to us than the mere statement 
by these respondents that they have seen fit to make 
this classification. We are of the opinion and find that 
the increase in rates upon by-products from the Missis- 
sippi River crossings has not been justified and that ,the 
present rates should be continued in effect. 


3. Rates from Upper and Lower Mississippi River 
Crossings. 


In the past the same proportional rates to points in 
Central Freight Association territory have obtained from 
both lower and upper Mississippi River crossings. It is 
alleged that the tariffs under suspension withdraw former 
rates from the upper crossings while leaving them in 
effect from the lower crossings, and that this results in 
applying higher rates under other tariffs from the upper 
than from the lower crossings. 

Only one witness in behaif of the carriers was in- 
terrogated upon this point upon the hearing. He was not 
apparently clear as to whether the increase from the 
upper crossings had in fact been made, but did state 
that the rate from those crossings might properly be 
higher than from St. Louis for the reason that the rate 
to St. Louis from Iowa points was greater than to the 
upper crossings. 


This proposed justification overlooks the whole situa- 
tion. Grain produced in Iowa naturally moves to Cen- 
tral Freight Association points through the upper cross- 
ings; that grown in Missouri through lower crossings, 
From territory west of the Missouri River the rates are 
usually so adjusted that the movement may be by the 


crossings indifferently. In the past equal rates have 
been maintained from these crossings to Central Freight 
Association points in order that all gateways might be 
open to the free movement of grain and grain products 
from all territory west of the river. The effect of these 
new tariffs is to give the lower crossings the advantage. 
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It appears that class rates are the same from all 
these crossings to points east of the Indiana-Illinois 
state line, and that the same is true of most commodities. 
In the reverse direction rates generally are the same 
from Indiana and Ohio to St. Louis and the upper cross- 
ings. It has already been noted that for a long time 
the same proportional rates upon grain have been main- 
tained. When a long-standing relation like this is 
changed carriers should put before the Commission 
clearly and convincingly the reason for the change. Noth- 
ing in the present record can be said to justify the in- 
crease from the upper crossings under consideration, and 
we are of the opinion, and find, that this increase has 
not been justified and that the present rates are reason- 
able and should be continued for the future. 


4. The General 


The tariffs under suspension work a general increase 
in grain rates from [Illinois points to markets of con- 
sumption of from % cent to 1% cents, an average of 
approximately 1 cent per 100 pounds. The substantial 
question presented in this proceeding is upon the pro- 
priety of these increases. In order that the issue may 
be clearly appreciated, the methods by which these rates 
are constructed and the influences which have controlled 
them in the past must be understood. 

Rates between the Atlantic seaboard and Central 
Freight Association territory are generally stated in 
groups at a percentage of the Chicago-New York rate. 
Grain rates between all points east of the Indiana-Illinois 
state line, with the exception of a few stations in In- 
diana, have been in the past and are still stated by this 
method. The base rate from Chicago to New York is 
to-day 20% cents upon grain, and the rate from the vari- 
ous percentage groups east of the Indiana-Illinois- line 
corresponds with this. 

Although Illinois is divided into territorial groups, to 
whick percentage rates are applied in case of most com- 
modities, grain rates have not for some time been and 
are not to-day so stated. The reason for this is as fol- 
lows: 

Several lines of railroad run east and west through 
the state of Illinois and thence east to the Atlantic sea- 
board. These are the short lines from the territory 
traversed, and are called east and west lines. Several 
other lines of railroad extend north and south through 
the state of Illinois, converging upon Chicago, which are 
known as north and south lines. The north and south 
lines cross the east and west lines at numerous junction 
points. 

If grain at one of these junction points moves to 
the eastern market by the direct line, the north and 
south line obtains no part in the transportation. If grain 
at some point upon the north and south line were to 
move to the same market by the shortest line, the north 
and south line would ordinarily transport it a short dis- 
tance to a junction point with some east and west line, 
which would carry it from there to destination. In 
neither case would the north and south line obtain any 
considerable haul. 

At Chicago are found certain east and west lines 
which do not tap the state of Illinois to any considerable 
extent by their own rails, and which therefore will not 
participate in the handling of this grain unless it is 
brought to Chicago by the north and south line. Chicago 
itself is the greatest grain market in the United States, 
and its merchants desire to handle this grain. 

Owing to these various competitive conditions it long 
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ago came to pass that grain rates to eastern destina- 
tions from points in Illinois were the same through 
Chicago as by the direct line, ev2n though the distance 
was materially greater. At Chicago certain transit privi- 
leges were allowed so that the grain could be merchan- 
dised at that point and sent on at the balance of the 
through rate. 

As time went on abuses in the use of this transit 
privilege grew up which were alleged to give merchants 
at Chicago an undue advantage over their competitors 
at other points. This led to protest and investigation. 
Many of these practices were condemned by this Com- 
mission, and ‘finally, for the purpose of avoiding the ne- 
cessity of the use of transit and the evils to which it 
gave rise, carriers leading east from Chicago established 
what are known as reshipping rates. The first of these 
rates was established in 1907, and was, on grain from 
Chicago to New York, 15 cents. 

Thereupon the north and south 
from points in Illinois to Chicago what were styled 
“proportional rates,’ applying when the business went 
beyond Chicago under the reshipping rate, and these 
rates were sufficient to make the combined proportional 
rate into Chicago and the reshipping rate from Chicago 
equal to the through rate by the direct line. If, for 
example, the rate by the direct line from some point 
200 miles south of Chicago was 21 cents, the north and 
south line applied a proportional rate from that point of 
6 cents. 

It will be seen, therefore, that these Illinois grain 
rates were stated in two parts, one the reshipping rate 
from Chicago east, and the other the proportional rate 
from the point of origin to Chicago. The sum of the 
two equals the rate by the direct line, and an increase 
of either factor operates to increase the through rate. 

While the bulk of the grain produced in Illinois 
which is not consumed near the point of production is 
shipped to the East finally, large quantities of it move 
to the Southeast, the South, and to some extent to the 
Southwest. Rates to these other markets are usually 
made by naming a rate to the Ohio River or to St. 
Louis which, in combination with the rate beyond, 
makes up the through transportation charge to destina- 
tion. There are in addition, however, certain 
rates which are named to points where the 
charge is not the same as the combination 
Ohio River or St. Louis. 

The increases in question are effected by an increase 
in the proportional rates to Chicago of from 1% to 1% 
cent per 100 pounds, together with corresponding in- 
creases to St. Louis and the Ohio River and to other 
points to which through rates are maintained. These 
tariffs, taken as a whole, effect an increase from these 
Illinois points to all markets of consumption of about | 
cent per 100 pounds upon the average. 
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It seems to be conceded that these increases apply 
alike in all directions, and that no relation in rates has 


been disturbed. If the increase in one direction is ap- 
proved, it should be approved in all directions. It seems, 
further, to be generally conceded that the rate under 
which the bulk of the traffic moves is that to the East, 
and that the crucial question is whether these increased 
rates to the Atlantic seaboard are reasonable. 

It should be observed in passing that grain interests 
at St. Louis insist that the proposed rates will discrimi- 
nate against that locality in favor of Chicago in that the 
proportional rates to Chicago are lower in proportion to 
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distance than to St. Louis. It is not contended that the 
relation now in effect is in any way charged by the pro- 
posed. advances, but it is insisted that this relation has 
all along been wrong and to the disadvantage of St. 
Louis, and that the Commission in this case ought to 
correct that discrimination. 

Where an increase in rates may operate to create 
or to increase a discrimination it is always necessary to 
inquire in passing upon the propriety of the increase 
whether the discrimination be undue, but in instances 
like the present, where the relation has not been changed 
and where the discrimination, if one previously existed, 
has not been intensified, that question does not properly 
arise upon the justification of the increase. The party 
claiming to rest under such discrimination should file 
his complaint in due form, thereby bringing to the atten- 
tion of: interested carriers and other parties the exact 
matter for consideration. We do not therefore at this 
time consider or pass upon this claim of St. Louis, but 
proceed to inquire merely whether carriers have justified 
this increase from Illinois points to the Atlantic seaboard, 
and here the rate to New York may be taken as typical. 

As already noted, these increases are effected by 
increasing the proportional rates to Chicago, and carriers 
seek to justify the increase, first, by showing that these 
proportional rates, even as increased, are still unduly 
low. But this is no justification, for we have already 
seen that these rates are not established as just and 
reasonable rates, but rather under the compulsion of 
competitive conditions. The grain shipper of Illinois is 
entitled to a reasonable rate by the direct line. If the 
line via Chicago cannot obtain reasonable compensation 
when operating over the circuitous route it can retire 
from the business. 

In passing through Chicago the grain has the benefit 
of that market, and this is a distinct advantage to the 
grain producer. Within certain limits this fact may per- 
haps properly be taken into account in determining the 
reasonableness of these rates, but, generally speaking, 
the shipper is entitled to a reasonable charge by the 
direct line of transportation, and, while we must con- 
sider the just interest of all carriers who legitimately 
engage in this transportation, we cannot properly allow 
an unreasonable rate by the direct line for the purpose 
of permitting the circuitous line to engage in the business 
at a reasonable profit. 

The carriers claim, in the second place, that they 
require additional revenue. A statement was filed com- 
bining the financial operations of 10 of these carriers 
which showed that in the last five years these companies 
had added $100,000,000 new capital to their properties; 
that since 1908 their gross revenues had increased by 
$46,000,000, but that nevertheless their operating revenue, 
after the payment of taxes, was almost exactly the same 
for the year 1913 as for the year 1908. This statement 
as well as the figures introduced by individual carriers 
may well challenge attention, but it does not demon- 
strate the justice of this increase. Many of these com- 
panies only transport this grain a comparatively short 
distance, while the rate under consideration is that from 
Illinois to the Atlantic seaboard. It seems that under 
the method of this increase these Illinois carriers will 
obtain the entire benefit of the increase in rates, and 
should it appear from other considerations that this in- 
crease is a proper one the financial showing of these 
earriers goes far toward convincing that the increase 
should be allowed. But if need for additional revenue 
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is to be made the substantive justification for this in- 
crease, all carriers, or at least all the principal carriers, 
which handle this traffic should be parties, and this 
means that this question should be tried in that pro- 
ceeding in which eastern carriers as a whole are now 
demanding an increase in rates. It would be both pre- 
mature and improper to express here any opinion upon 
that general subject. 

The respondents also-show that these rates from 
Illinois to the Atlantic seaboard yield a very low rate 
per ton-mile as compared with the general level of rates 
and with certain other commodities. But the very figures 
which show this fact also show that rates from Indiana 
upon the East, and from territory beyond the Mississippi 
River upon the West, are about equally low, and this 
suggests the real question. for discussion here. An in- 
crease of the reshipping rate from Chicago increases all 
rates beyond Chicago, not only these from Illinois, but 
those from trans-Mississippi territory and from the North- 
west. Upon the other hand, these increases of the pro- 
portional rates increase the rate from Illinois alone with- 
out affecting that from either side. If rates from all 
this territory were properly adjusted before this increase, 
then Illinois rates become too high as compared with 
other territory; if they were too low before, and tke 
advance increases them to a proper relative point, then 
the increase is permissible. We should inquire, there- 
fore, how these rates from Illinois compare with those 
from other parts of Central Freight Association territory. 
If they are sufficiently high already, this increase should 
be denied, and these carriers should be remitted jor 
relief to the general rate increase case now pending. If, 
upon the other hand, they are now too low, then this 
increase should be allowed, and if any general increase 
is permitted it should be applied from Illinois in common 
with other localities. The question which we can prop- 
erly consider at this time is simply one of relation. 

It has already been noted that rates upon most com- 
modit »s between Illinois points and the Atlantic sea 
board are stated in groups and in percentages of the 
Chicago rate. It is also understood that these rates are 
based, broadly speaking, upon distance. No reason has 
been suggested why reasonable grain rates would not 
result if the same methud of constructing these rates 
were to be followed. It is probably true that the com- 
petition for this grain is more keen than for most other 
kinds of traffic. It is also true that slight differences in 
the rate are not felt by the producer of grain to the 
same extent that they are by many other industries. 
From this it may perhaps follow that the groupings by 
which grain rates are stated need not exactly follow 
those which apply to other commodities, but we think 
that upon the whole a fair test of the reasonableness of 
these Illinois rates, as compared with other rates in 
Central Freight Association territory, is to inquire 
whether they are greater or less than would result from 
the application of these same percentage groups, using 
the Chicago-New York rate as the base. 

The present system of stating grain rates from IIli- 
nois was first employed in 1907. At that time the rate 
from Chicago to New York was 17% cents, while that 
from 110 per cent territory in Illinois was 21 cents. 
Since then the rate from Central Freight Association ter- 
ritory east of the Indiana-Illinois state line has been 
twice increased, once by increasing the Chicago-New 
York rate from 17% to 19% cents, and again by a second 
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increase of 1 cent. This rate-is now 20% cents, 3 cents 
higher than in 1907. 

The proportional rates up to Chicago have never 
been increased. The reshipping rate from Chicago has 
been twice increased, first from 15 to 15% cents, and last 
from 15% to 16 cents, and this has resulted in an increase 
of these Illinois rates by 1 cent. The prevailing rate 
from Illinois points in 1900 was 21 cents; is now 22 
cents. It seems, therefore, that rates from territory 
east of the Indiana-Illinois line have been increased 3 
cents, while those from Illinois have been increased but 
1 cent in the last six years. From this the carriers argue 
that the present rates are relatively too low and that 
they will still be too low even though the increases are 
permitted, since, even after the present increases, the 
sum of the increases in case of Illinois will only be 2 
cents. 

But this assumes that the relation between [Illinois 
and territory to the east, as it existed in 1907, was a 
proper one, and this, upon the test suggested, is not 
correct. The base rate from Chicago to New York was 
then 17% cents. This would produce a rate in 110 per 
cent territory of 19.2 cents, but the actual rate from that 
territory was 21 cents, 1.8 above the standard which we 
have suggested. We must therefore ask, not what has 
been the relative increase from east and west of the 
Illinois-Indiana line, but rather, how do the rates pro- 
posed compare with what would result from an applica- 
tion of the percentage groups to the present 2014-cen! 
base rate? 

The largest Illinois group is the 110 per cent. The 
percentage rate to this group would be 22% cents. The 
present rate applied in most of this group is 22 cents; 
the proposed rate is 23 cents. There are some portions 
of the group from which a lower rate is applied, but the 
rule is as stated. The proposed rate from this group is 
nearly one-half cent higher than the percentage. 

To the south of the 110 per cent group lies an exten- 
sive group taking 116 per cent. The percentage rate 
from this group would be 23.8 per cent. The proposed 
rate from the greater part of this territory is 23 cents. 
and to no part does it exceed 23% cents. It will be 
seen, therefore, that as to this group the proposed rate 
is lower than the percentage basis. The same thing is 
true of the 117 per cent group, which is nearly as large 
as the 110 per cent. While the percentage rate would 
be 24 cents, to a portion of this group the proposed rate 
is 23 cents, to another part 23%4 cents, and to but a com- 
paratively few stations 24 cents. 

In southern Illinois there is an extensive group tak- 
ing a 120 per cent rate. The percentage scale to this 
group would be 24.6. The proposed rate is in no case 
higher than 24 cents, and in some instances is 23% 
cents. 

Twenty-five representative stations were selected in 
different parts of the state, and from these stations 
present rates, proposed rates and percentage rates were 
compared. The proposed rates exceed the present rates 
by approximately three-fourths of 1 cent, and the per- 
centage rates exceed the proposed rates by four-tenths of 
1 cent. 

Looking at the state of Illinois as a whole, there 
can be no doubt that the proposed rates are on the 
average somewhat less than would result from the appli- 
eation of the percentage groups to these grain rates. It 
is probably true that more grain moves from one section 
of Illinois than from others, so that the weighed average 
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of actual shipments might not be the same as the terri- 
torial average; but grain is produced freely in all parts 
of Illinois, and the record before us indicates that if 
the same test could be applied to the actual movement 
of the grain the result would not be much different. 

We are mindful of the fact that these groupings in 
Illinois have not been in all cases properly constructed 
and that they must be to some extent recast. This sub- 
ject has been recently before the Commission in Spring: 
field Commercial Asso. vs. P. R. R. Co, 28 I. CG. CG, 
511 [in this issue], in which we held that Springfield, 
which is now in the 117 per cent group, ought to be 
given a rate not in excess of 113 per cent. Other changes 
must undoubtedly be made in southern Illinois, but after 
making allowance for all this we are still of the opinion 
that the proposed rates upon the average are not in ex- 
cess of those which would result if grain rates were to 
be constructed as rates upon other commodities are, and 
this being so, we think it must be held that these pro- 
posed rates from Illinois are fairly in line with corre- 
sponding rates from other portions of Central Freight 
Association territory. 

It should also be noted that under the adjustment of 
tariffs which prevails in Illinois the grain producer of 
that state has the benefit of markets in all directions 
and of the keenest competition in the sale of his grain. 
It can be affirmed with confidence that grain from the 
state of Illinois will, after these proposed increases have 
taken effect, find a market under as favorable circum- 
stances and at as favorable rates, all things considered, 
as other parts of Central Freight Association territory. 
It probably is true, as urged by the millers from south- 
ern Illinois, that, mile for mile, rates from that section 
are higher than from the vicinity of Minneapolis and St. 
Paul, but it is well understood that the Great Lakes 
afford the Northwest an avenue to eastern markets which 
properly commands a lower rate of transportation than 
would the all-rail route alone. 


These tariffs under suspension involve not only a 
slight increase in grain rates from Illinois in all direc- 
tions, but also a considerable readjustment of rates be- 
tween localities and different kinds of grain. There are 
some reductions. In the past the rate on wheat seems 
to have been in many cases higher than that upon corn, 
while in other instances the reverse may have been 
true. These tariffs name the same rate from all points. 
Now the Commission has in nowise considered the pro- 
priety of these local adjustments. In approving this 
increase as a whole we do not in any way pass upon 
the lawfulness of individual rates, which may be brought 
to our attention upon complaint and considered upon 
their merits. 


It appears that in the past certain lines have main- 
tained through rates from points of production fo Tor- 
onto, Canada, and perhaps other points, which have been 
equivalent to the regular sixth-class rate. It is now pro- 
posed to cancel these tariffs, to apply up to Chicago the 
same proportional rates which are applied when the 
final destination is to the East, and to establish a re- 
shipping rate of 15 cents to Toronto. Chicago interests 
insist that this will make a rate in excess of the sixth- 
class rate, and they ask that these proportional tariffs as 
to Toronto be adjudged unlawful for that reason. 

There is certainly great force in the suggestion that 
the grain rate ought not to exceed the sixth-class rate, 
but there is no apparent reason ‘why these proportional 
rates up to Chicago should be different when the traffic 
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is intended for Toronto than when for New York. The 
trouble would seem to be in the reshipping charge from 
Chicago, or it may be that the traffic ought to move by 
some direct line and not by Chicago at all. Again, it 
will be noted that what Chicago desires is a through 
rate, with transit at Chicago; but this transit privilege 
has led to all sorts of trouble in the past, and we think 
should be entirely eliminated at Chicago in so far as 
that is possible. For these reasons we do not consider, 
at this time, these rates to Tcronto. If too high, they 
may be presented to the Cemmission by a separate com- 
plaint. 

An order will be issued in accordance with the fore 
going views. . 


ORDER. 


It ‘appearing, That on March 7, April 3 and June 2 
and 3, 1913, the Commission entered upon an investi- 
gation concerning the propriety of the increases and the 
lawfulness of the rates, charges, regulations and prac- 
tices stated in the schedule contained in tariffs desig- 
nated as follows: The Atchison, T».peka & Santa Fe 
Ry., supplement No. 11 to I. C. C. No. 3982, supplement 
No. 32 to I. C. C. No. 4076, supplement No. 17 to I. C. C. 
No. 4907, supplement No. 6 to I. C. C. No. 5484, supple- 
ment No. 2 to I. C. C. No. 6222, I. C. C. No. 6321; The 
Baltimore & Ohio Railroad Co., supplement No. 3 to !. o. 
C. No. 10700, supplement No. 8 to I. C. ©. No. 10701, 
I Cc. C. No. 11305, supplement No. 1 to I. C. C. No. 
11305; The Baltimore & Ohio Southwestern R. R. Co., 
supplement No. 15 to I. C. C. No. 6549, supplement No. 14 
to ¥. C. C. No. 6795, supplement No. 5 to I. C. C. No. 
6820, supplement No. 6 to I. C. C. No. 6822, supplement 
No. 9 to I. C. C. No. 6838, supplement No. 9 to I. C. C. 
No. 6858, supplement No. 11 to I. C. C. No. 6866, I. ©. C. 
No. 6907; The Chesapeake & Ohio Railway Co. of In- 
diana, I. C. C. No. 83, supplement No. 5 to I. C. C. No. 
31; The Chicago & Alton Railroad Co., supplement No. 
5 to C. & A. I. C. C. No. 2120, supplement No. 7 to I. C. 
C. No. A-416, supplement No. 7 to C. L.-A. I. C. C. No. 
220, I. C. C. No. A-466, I. C. C. No. changed to A-550, 
I. C. C. No. A-535, I. C. C. No. A-539, I. C. C. No. A-547; 
Chicago & Eastern Illinois Railroad Co., I. C. C. No. 
2683, I. C. C. No. 2684; Chicago & Illinois Midland Rail- 
way, I. C. C. No. B-43; Chicago & Northwestern Railway 
Co., supplement No. 40 to I. C. C. No. 6222, supplement 
No. 15 to I. C. C. No. 6697, supplement No. 14 to I. C. 
C. No. 7348, I. C. C. No. 7423; Chicago, Burlington & 
Quincy Railroad Co., C., B. & Q. I. C. C. No. 10739, 
cC., B. & @. I. C. C. No. 10740, C., B. & @ I. C. C. No. 
10741, C., B. & Q. I. C. C. No. 10742, C., B. & Q. I. C. C. 
No. 10743, C., B. & Q. I. C. C. No. 10744; Chicago Great 
Western Railroad Co., supplement No. 5 to C. G. W. 
I. C. C. No. 4764, supplement No. 9 to C. G. W. I. C. C. 
No; 4794, supplement No. 6 to C. G. W. IL. C. C. No. 
4838, supplement No. 1 to C. G. W. I. C. C. No. 4839; 
Chicago, Indiana & Southern R. R., supplement No. 2 to 
I. C. C. No. 1576, I. C. C. No. 1595, I. C. C. No. 1596, 
I. C. C. No. 1597, I. C. C. No. 1598; Chicago, Indianapolis 
& Louisville Ry. Co., I. C. C. No. 2876, I. C. €. No. 2877, 
I. ©: -C. No. 28678, 1. C. C. Ne. 2879, 1. C. C. No. 2680, 
I. C. C. No. 2871; Chicago, Milwaukee & Gary Railway 
Co., C., M. & G. Ry. I. C. C. No. 86; Chicago, Milwaukee 


& St. Paul Railway, supplement No. 26 to C., M. & St. ' 


P. I. C. C. No. B-676, supplement No. 6 to C., M. @ St. 
P. I. C. C. No. B-2576, supplement No. 43 to C., M. & 
St. P. I. C. C. No. A-9818, supplement No. 115 to C., M. 
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& St. P. I. C. C. No. A-9945; Chicago, Peoria & St. Louis 
R. R. Co., supplement No. 6 to I. C. C. No. 709, supple- 
ment No. 2 to I. C. C. No. 918, supplement No. 3 to 
I. Cc. C. No, 916,3. C.'C. No: 923; £. C. C. Na. 024, 'L.C. 
C. No. 925, I. C. C. No. 926, I. C. C. No. 927, I. C. C. No. 
928, I. C. C. No. 929, I. C. C. No. 930; Chicago, Terre 
Houte & Southeastern Railway Co., I. C. C. No. 153, I. 
Cc. C. No. 154, I. C. GC. No. 156; Chicago, Rock Island & 
Pacific Ry., supplement No. 74 to I. C. C. No. C-7692, 
supplement No. 11 to I. C. C. No. C-8824, supplement 
No. 5 to I. C. C. No. C-9084, supplement No. 12 to I. C. 
C. No. C-9195, supplement No. 4 to I. C. C. No. C-9309, 
supplement No. 1 to I. C. C. No. C-9446, I. C. C. No. 
C-9455; The Cincinnati, Hamilton & Dayton Ry. Co., sup- 
plement No. 4 to I. C. C. No. 2701, supplement No. 4 
to I. C. C. No. 2771; The Cleveland, Cincinnati, Chicago 
& St. Louis Ry. Co., supplement No. 3 to I. C. C. No. 
3447, supplement No. 13 to I. C. C. No. 4026, supplement 
No. 30 to I. C. C. No. 4524, supplement No. 5 to I. C. C. 
No. 4774, supplement No. 2 to I. C. C. No. 48438, supple- 
ment No. 4 to I. C. C. No. 5133, supplement No. 11 to 
I. C. G. No. 5225, supplement No. 16 to I. C. C. No. 5268, 
supplement No. 6 to I. C. C. No. I. C. C. No. 6162, 
LC. 6... Neo. 446: 1L.°C. C. No. 6146, L OC. CMa: 626t; 
I. C. GC. No. 6148; 1. -C. C. No: 6149, L C. C. Nev 6150; 
I. C. C. No. 6151; Elgin, Joliet & Eastern Ry. Co., sup- 
plement No. 11 to I. C. C. No. 1136, supplement No. 6 
to I. C. C. No. 1287, I. C. C. No. 1325; Erie Railroad Co., 
supplement No. 5 to I. C. C. No. A-4562, supplement No. 
5 to I. C. C. No. A-4658, supplement No. 5 to I. C. C. 
No. A-4659, I. C. C. No. A-4725; Grand Trunk Railway 
System, I. C. C. No. A-1514; Illinois Central Railroad 
Co., supplement No. 3 to I. C. C. No. A-7684, supplement 
No. 14 to I. C. C. No. A-8083, supplement No. 6 to I. C. 


~C. No. A-8233, supplement No. 8 to I. C. C. No. A-8281, 


I. C. C. No. A-8332, I. C. C. No. A-8333; I. C. C. No. 
A-8334, I. C. C. No. A-8335, I. C. C. A-8336, I. C. C. No. 
A-8337, I. C. C. No. A-8338, I. C. C. No. A-8339, I. C. C. 
No. A-8340, I. C. C. No. A-8341, I. C. C. No. A-8342, I. C. 
C. No. A-8343, I. C. C. No. A-8344, I. C. C. No. A-8345, 
I. C. C. No: A.8347, I. ©. C. No. A-8848, I. C. C. No. 
A-8349, I. C. C. No. A-8351, I. C. C. No. A-8352, I. C. C. 
No. A-8353, I. C. C. No. A-8354: The Illinois Southern 
Railway Co., I. C. C. No. 602; Illinois Traction System, 
I. C. C. No. 122, I. C. C. No. 123; I. C. C. No. 124; 1. C. C. 
No. 136, 1. C. C. No. 126; 1. C. C: No: 137; L &@& & Ne: 
128, I. C. C. No. 129, I. C. C. No. 130, L. C. C. No. 181, 
I. C. C. No. 132; Lake Erie & Western Railroad Co., sup- 
plement No. 2 to I. C. C. No. 2340, I. C. C. No. 2360; The 
Lake Shore & Michigan Southern Ry. Co., supplement 
No. 12 to I. C. C. No, A-2819, I. C. C. No. A-2915; Michi- 
gan “Central Railroad Co., supplement No. 10 to I. C. C. 
No. 4135, I. C. C. No. 4297, I. C. C. No. 4298; The Minne- 
apolis & St. Louis Railroad Co., I. C. C. No. B-73: The 
Missouri Pacific Railway Co., St. Louis, Iron Mountain & 
Southern Ry. Co., supplement No. 2 to I. GC. CG. No. 
A-2062; The New York, Chicago & St. Louis R. R. Co., 
I. C. C. No. 3313; Pere Marquette Railroad, I. C. C. No. 
3052; Pennsylvania Co., supplement No. 5 to I. C. C. 
F-414, supplement No. 2 to I. C. C. F-419; The Pittsburgh, 
Cincinnati, Chicago & St. Louis Ry. Co., supplement No. 
4 to I. C. C. P-454, supplement No. 5 to IL. C. C. P-454, 
supplement No. 16 to I. C. C. P-403; Southern Railway 
Co., supplement No. 8 to I. C. C. No. C-+1454;. Toledo, 
Peoria & Western Railway Co., I. C. C. No. 930, I. C. C. 
No. 931, I. C. C. No. 932; I. C. C. No. 935, I. C. C. No. 
936; Toledo, St. Louis & Western Railroad Co.; The 
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Chicago & Alton Railroad Co., supplement No. 8 to I. C. 
C. No. A-1; Toledo, St. Louis & Western Railroad Co., 
I. C. C. No. A-542, tariff No. 1575-B, I. C. C. No. A-542, 
tariff No. 1596-B, I. C. C. No. A-544; Vandalia Railroad 
Co., supplement No. 12 to I. C. C. No. 2602, I. C. C. No. 
2628; The Wabash, Chester & Western Railroad Co., sup- 
plement No. 4 to I. C. C. No. 238, W., C. & W. I. C. C. 
No. 272, W., C. & W. I. C. C. No. 273; The Wabash Rail- 
road, supplement No 8 to Wabash lines No. I. C. C. 1002, 
supplement No. 22 to Wabash lines I. C. C. No. 1079, 
supplement No. 20 to I. C. C. No. 2301, supplement No. 
10 to I. C. GC. No. 2371, supplement No. 6 to I. C. C. No. 
2373, supplement No. 10 to I. C. C. No. 3007, supplement 
No. 1 to I. C. C. No. 3126, I. C. C. No. 3182, I. C. C. No. 
3183, I. C. C. No. 3184, I. C. C. No. 3185, I. C. C. No. 3187, 
I. Cc. C. No. 3188, I. C. C. No 3189, I. C. C. No. 3190, 
Lc. Cc. No. 8191, 1. C. C. No. 3192, . CC. C. Ne. Save, 
I. c. Cc. No. 3194, I. C. C. No. 3195, 1. C. C. No. 3196, 
I. C. C. No. 3197, I. C. C. No. 3199; Wm Cameron, agent, 
supplement No. 4 to I. C. C. No. D-58, supplement No. 3 
to I. C. C. No. D-60, supplement No. 10 to I. C. C. No. 
D-61, supplement No. 8 to I. C. C. No. D-65, supplement 
No. 9 to I. C. C: No. D-66, supplement No. 10 to I. C. C. 
No. D-66, I. C. C. No. D-70, I. C. C. No. D-72; C. E. Ful- 
ton, agent, supplement No. 12 to I. C. C. No. A-79, sup- 
plement No. 4 to I. C. C. No. A-87, supplement No. 6 
to I. C. C. No. A-81, supplement No. 9 to I. C. C. No. 
A-82; A. D. Hall, agent, supplement No. 22 to I. C. C. 
No. A-16, supplement No. 20 to I. C. C. No. A-23, supple- 
ment No. 15 to I. C. C. No. A-30, I. C. C. No. A-38; W. 
H. Hosmer, agent, supplement No. 9 to I. C. C. No. A-311, 
supplement No. 10 to I. C. C. No. A-311, supplement No. 
5 to I. C. C. No. A-336, I.-C. C. No. A-385, I. C. C. No. 
A-390;: and Eugene Morris, agent, I. C. C. No. 390; and 
subsequently ordered that the operation of said sched- 
except Chicago & Northwestern Ry. Co., I. C. C. 
No. 7423, until Jan. 8, 1914, and suspended the schedules 
contained in Chicago & Northwestern Ry. Co., I. C. C. 
No. 7423, until May 5, 1914; 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a re- 
port containing its findings of fact and conclusions here- 
on, which said report is hereby referred to and made 
part hereof: 


ules, 


It is ordered, That said orders of the Commission 
suspending until January 8 and May 5, 1914, the operation 
of said schedules in so far as they relate to increases in 
the reshipping rates on malt from Milwaukee, Wis., and 
Chicago, Ill.,, to points in Central Freight Association 
territory and to western termini of trunk lines, and in so 
far as they- relate to the general increases in grain 
rates from Illinois points to markets of consumption be, 
and they are hereby, vacated and set aside as of Jan. 
8, 1914. 

It is further ordered, That the carriers respondent 
herein and designated in said tariffs be, and they are 
hereby, notified and required to cancel, on or before Feb. 
1, 1914, the rates and charges stated in the schedules 
specified in said orders of suspension, in so far as they 
relate to increases in rates on certain by-products of 
grain from the Mississippi River crossings, and in so far 
as they relate to increases in proportional rates on grain 
from the upper Mississippi River crossings. 

And it is further ordered, That said carriers shall 
establish, on or before Feb. 1, 1914, upon notice to the 
Interstate Commerce Commission and the general public 
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by not less than three days’ filing and posting in the 
manner prescribed in section six of the Act to regulate 
commerce, and shall continue in force for a period of 
not less than two years from and after Feb. 1, 1914, and 
apply to the transportation of certain by-products of 
grain from the Mississippi River crossings and to the 
transportation of grain from the upper Mississippi River 
crossings, rates not in excess of those applicable to the 
transportation of such articles from said points of origin 
to the points of destination named in the schedules cov- 
ered by said orders of suspension in effect March 9, 1913. 

And it is further ordered, That a copy hereof be 
forthwith served upon William Cameron, C. E. Fulton, 
A. D. Hall, W. H. Hosmer and Eugene Morris, agents, and 
upon the carriers respondent herein, and that a copy 
hereof be filed with said schedules in the office of the 
Commission. 


HEARING ON STEEL CARS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A subcommittee of the House committee on interstate 
and foreign commerce gave a hearing on Wednesday to 
Representative Roberts of Massachusetts, author of a bill 
requiring all passenger trains to be equipped with either 
all-steel or steel-underframe coaches within four years. 
Mr. Roberts explained his bill, although he said there is 
really no need of anything of that kind, in view of the 
complete reports that have been made by the Interstate 
Commerce investigators and the newspapers. 

Answering a question by one of the members of the 
committee, Mr. Roberts said that in view of the estimate 
of railroad managers that it would require $600,000,000 
to buy the 47,000 cars needed to equip as the bill pro- 
vided, his limitation of four years might be unjust. He 
said he is willing to leave the question of what time 
should be allowed to the Interstate Commerce Commission, 
as he has no desire to do an injustice to the railroads 
or to burden them beyond their ability to bear. 


Secretary McGinty of the Commission gave the facts 
with regard to the many recommendations of the Com- 
mission and indicated what it has to say on the subject 
in the annual report, made public to-day. W. P. Borland, 
assistant chief of the safety appliance division, told 
about the investigations made by that division on the 
whole subject of greater safety to trains, to employes 
and the traveling public. 


Horace F. Clark, an attorney representing various 
trolley companies, said that enactment of the Roberts 
bill, unamended, means bankruptcy for many of his clients, 
particularly in Ohio and Indiana, where the freight rates, 
as everybody who knows anything about C. F. A. condi- 
tions is aware, are painfully low and where the passenger 


rates are relatively far below the normal. He said that 
the Ohio and Indiana trolley roads desire to be heard 


more at length after the holidays, when hearings on all 
bills will be given. The chairman said that ample op 
portunity will be given to all interested. 


JUDSON C, CLEMENTS REAPPOINTED. 
Judson C. Clements of Georgia was reappointed a 
member of the Interstate Commerce Commission on De- 
cember 23 by President Wilson, and his nomination was 
confirmed by the Senate. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“Henn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


LOSS AND DAMAGE CLAIMS 


The following article was prepared by A. M. Camp- 
bell, traffic secretary Milwaukee Merchants’ and Manu- 
facturers’ Association, for the forthcoming issue of Civics 
and Commerce, the monthly publication of that organiza- 
tion: 

Referring to article in May “Civics and Commerce” 
on “Loss and Damage Claims,” from which we quote as 
follows: 

“The United States Supreme Court, in a recent deci- 
sion, held that on interstate shipments carriers may 
enforce the provisions of paragraph 3, section 3, of the 
uniform and standard bills of lading. This paragraph 
provides that claims for loss, damage or delay must be 
filed within four months after, date of delivery; or, in 
case of non-delivery, then within four months after a 
reasonable time for delivery to be effected. 

“Claims for loss, damage and delay should be filed 
promptly, if for no other reason than that it is easier 
to investigate such claims when the facts leading up to 
the presentation are fresh in mind, than months later, 
when they have been forgotten.” The railroads are now 
enforcing this rule, on the grounds that it cannot be 
lawfully waived so long as it is incorporated in the 
tariffs. 

In the case of M., K. & T. Ry. vs. Harriman Bros., 
the court held: 

“The policy of statutes of limitation is to encourage 
promptness in the bringing of actions, that the parties 
shall not suffer loss of evidence from death or disap- 
pearance of witnesses, destruction of documents or fail- 
ure of memory. But there is nothing in the policy or 
object of such statutes which forbids the parties to 
an agreement to provide a shorter period, provided the 
time is not unreasonably short. That is a question of 
law for the determination of the court. Such stipula- 
tions have been sustained in insurance policies. A stipu- 
lation that an express company should not be held liable 
unless claim was made within ninety days after a loss 
was held good in Southern Exp. Co. vs. Caldwell. Such 
limitations in bills of lading are very customary and 
have been upheld in a multitude of cases. The provision 
requiring suit to be brought within ninety days is not 
unreasonable.” 

The Interstate Commerce Commission has also re- 
cently ruled: 


“No discretion is given to the Commission by which 
it may excuse carriers for failure to comply with their 
published tariffs. The Commission does not feel any 
more free to suggest a departure from tariffs in the mat- 
ter of four months’ limitation in the bill of lading than 
in the case of any other tariff provision.” 

Members should govern themselves accordingly, as 
claims for loss and damage will not be entertained after 
the four months’ limit has expired. 

It is suggested, as a measure of protection, that 


where there is to be a delay in ascertaining the actual 
amount of loss sustained in any special case, a claim 
be filed with the railroad for the full value of the ship- 
ment. Such claim can be amended later, when the actual 
damage sustained has been definitely ascertained. 

This will enable the railroad to start investigation 
at once, when the facts leading up to the claim are fresh 
in mind. 

Overcharge claims are not subject to this limitation. 

With all due respect to our railroad friends, it 
would seem at least reasonable that since this rule has 
not been enforced since it was embodied in the uniform 
and standard bills of lading, several years ago, to give 
at least thirty days’ notice of this provision. The effect 
of neglect to enforce this rule has been to lull the ship- 
ping public to a sense of security and the belief that 
the rule was practically a dead letter. Instead, however, 
of a reasonable notice to the effect that the rule would 
be enforced, the result is a repudiation without warning 
of claims pending, and which were originally presented 
and honored after the four months’ time limit. 

An excellent illustration to this effect has just been 
brought to the attention of the traffic department. 

A claim filed Oct. 5, 1912, was returned, declined, 
Dec. 5, 1913 (14 months after presentation), on the 
ground the shipment moved in March, 1912. Any rail- 
road that delays settlement of a valid claim for 14 
months and then declines it on the grounds of a rule 
in effect that was not enforced by itself or others at 
that time, can hardly be considered as playing fair with 
the shipping public. 


HEAVIER LOADING OF CARS 


Editor TRAFFIC WORLD: 

The contribution on above subject appearing in your 
issue of December 13 is quite interesting and denotes 
careful study, but some of the arguments would appeal 
to one on the other side of the fence as being more in- 
genious than convincing. 

Freight rates assuredly take into consideration the 
cost of the service to be performed, but there is no 
present known mathematical formula which can pre- 
scribe the exact proportion to be injected. Rate making 
is not one of the exact sciences. Cost of service is a 
very important but not a determining factor. The value 
of the service is also important. 

If some large shippers of certain heavy commodities 
are now able, as seems to be admitted, to load cars 
heavier for a pecuniary compensation—in other words, 
are now requiring more cars than are actually necessary 
—does it not seem that they might take this action for 
the common welfare, especially during the periods of car 
stringency, and thus furnish an inspiring example of the 
“practical co-operation” of which we hear so much? Pos- 


sibly the minimum carload weights on certain commodi- 


ties are now too low. Heavier loading will unquestion- 
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ably reduce the cost of operation, and, if religiously 
observed all along the line, might yield the carriers some 
of that additional net revenue which they find it neces- 
sary to secure by advancing rates. 

The comparison of the grocer delivering sugar with 
a common carrier furnishing transportation is hardly an 
apt one. The underlying conditions differ greatly. The 
writer does not know in what connection the Supreme 
Court stated that “The law does not attempt to equalize 
fortune, opportunities or abilities,” but most certainly the 
law at present requires the carriers to equalize certain 
opportunities without favor or discrimination. This is 
as it should be. But would this equality of opportunity 
be preserved if the practices advocated in the article 
above cited were to be adopted? 

Norfolk, Va., Dec. 20, 1913. 


THE PROPOSED RATE ADVANCE 


F. C. HOWARD. 


Editor THe TRAFFIC WORLD: 

Referring to the matter of the 5 per cent advance 
in freight rates, we would like to have someone kindly 
explain to us how it was that the railroads, prior to 
August, 1906, could afford to pay any number of rebates 
in varying amounts, as well as issue passes to almost 
anyone who controlled the routing of a carload of freight, 
and apparently operate successfully. 

It seems to us that since all this rebating and pass 
issuing was eliminated the railroads ought to be able to 


operate just as well to-day, if not better, without de- 


manding the 5 per cent increase in freight rates. Of 


course, we do not know just exactly what additional 
burdens have been placed on the carriers, but believe 
this 5 per cent advance could be greatly offset by elimi- 
nation above mentioned. 

C. B. KAYSER, 
Assistant Traffic Manager Rogers, Brown & Co. 
Cincinnati, O., Dec. 19, 1913. 


WIRE COMBINATION DISSOLVES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Attorney-General McReynolds on December 19 made 
public details of an agreement for the reorganization of 
the American Telephone and Telegraph Co., the telephone 
trust, which will prevent litigation to dissolve that cor- 
poration under the anti-trust act, and under which com- 
petitive conditions will be restored in the telephone serv- 
ice of the entire country. The combine will dispose of 
its holdings in the Western Union Telegraph Co. 

The reorganization plan originated with the company, 
although it followed many reports that a suit against 
it might be filed. The agreement provides: 

The American Telephone and Telegraph Co. will dis- 
pose promptly of its holdings in the Western Union 
Telegraph Co., so that each concern shall be under dis- 
tinct management, and so that all shall be entirely in- 
dependent. 

The company will not hereafter acquire control of 
other telephone companies, and where control of tele- 
phone companies has been. acquired, but no actual physical 
union has been effected, the American Telephone and 
Telegraph will submit the course it is to pursue to the 
Interstate Commerce Commission and to the Department 
of Justice. 

The company will promptly make arrangements by 
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which all other telephone companies in the United States 
shall have access to its toll lines. 

The question as to whether government ownership 
of telegraph and telephone wires is to become a part of 
the program of the party in control of the government 
will be discussed in a caucus of the House Democrats, 
to be held after the holiday adjournment, some time 
after January 12. A caucus of Senate Democrats is 
likely to be held at about the same time. 

Senator Bankhead, chairman of the Senate committee 
on postoffices and postroads, the body to which will be 
referred any bill on the subject, is opposed to govern- 
ment ownership in any form, chiefly, of course, on the 
ground that the government should never undertake any- 
thing that can be done by citizens. He holds with some 


. of the illustrous leaders of his party that the least gov- 


ernment is the best, and that the founders of this Union 
never intended that the federal organization should ever 
be developed to the extent it has reached. 

Chairman Moon of the House committee on post- 
offices expects to frame a bill for acquiring the wire 
companies, to displace the measure introduced by Repre-" 
sentative Lewis of Maryland, who has been working 
with the postmaster-general. There is a little jealousy 
at that point. The Tennesseean has not been consulted 
by the postoffice authorities in the preparation of the 
preliminary work, although upon his shoulders will rest 
the burden of getting the legislation through, if the 
caucus decides that it is time for the party to start this 
government on the road that leads to public ownership 
of the “natural monopolies.” 


RAILWAY INCOME AND EXPENSE 


Considered as a single system, the railroads of the 
country fared better in October of 1911 and 1912 than 
they did in the same month of this year. For each mile 
of road, in October, 1911, they had an income of $379,03; 
in 1912 it was $441.12, and for October of this year it 
was $373.15. These facts are taken from the advance 
figures for the month of October, 1913, issued by the 
Interstate Commerce Commission on December 20. 

The central fact is that for that month the income 
remaining in the hands of the treasurers of the various 
roads for the operations in October of this year amounted 
to $5.88 per mile less than for the corresponding month 
of 1911, and $67.97 less than for the corresponding month 
in 1912. The mileage in October, 1913, was 224,545, and 
in October 222,841. 

The bulletin does not give the figures for the various 
districts, so it is impossible to say, from it, whether the 
prosperity of the southern roads is still keeping the gross 
and the net above the 1912 line, which was better than 
that of 1911. 

The total operating revenues fell from $292,122,140 
in October, 1912, to $290,605,914, which would be an in- 
consequential loss but for the fact that during the same 
period the expenses rose from $184,180,366 to $195,338,454. 

What the Commission statisticians call the “railway 
operating income” fell from $98,298,755 to $83,786,460. 

Just a week ago the Associated Press sent a report 
broadcast that the railroads were doing fairly well; that 
is, the text made that assertion, but the figures quoted 
did not bear out the text in full. They bore it out only 
to the extent that they showed that, at that time, the 
income had not fallen below 1911. This report for Octo- 
ber now shows that the 1911 line is above the 1913 line. 
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SUSPENDED TARIFFS 


November 21, in I. & S. No. 341, the Commission 
suspended from November 25 until March 25 Buffalo, 
Attica & Arcade I. C. C. No. 195. 

It was proposed to cancel the present charge of $3 
per car for switching between industries and team tracks 
on the Buffalo, Attica & Arcade and track connection 
with the Buffalo & Susquehanna at Arcade, N. Y., leav- 
ing no rate in effect. 

November 21, in I. & S. No. 342, the Commission 
suspended from November 25 untii March 25 certain 
schedules on Seventh Revised Page 117 of Illinois Cen- 
tral I. C. C. No. A-8213 and Third Revised Page 338 of 
Louisville & Nashville I. C. C. No. A-12658. 

Tariffs of the above-named carriers now provide for 
an allowance of one-fourth cent per bushel for elevation 
or transfer of grain, C. L., at St. Louis, Mo. and East 
St. Louis, Ill., when destined to certain points south and 
east thereof, including Evansville, Ind. It was proposed 
by the suspended schedules to cancel Such allowance on 
grain destined to Evansville. 


By an order entered November 19, in I. & S. Docket 
No. 246, the Commission suspended from Dec. 2, 1913, 
until April 1, 1914, the operation of certain schedules in 
the Erie & Western Transportation Co. tariff, I. C. C. 
No. 298. 

To the list of articles the transportation of which is 
prohibited by this carrier, it was proposed by the sus- 
pended schedules to add butter, eggs, fresh meats and 
live or dressed poultry. The operation of tariffs of other 
carriers which published a like prohibition was sus- 
pended until Feb. 4, 1914, by orders previously entered 
in the same docket. 


December 19, in I. & S. No. 356, the Commission sus- 
pended until May 1 Rule No. 34 of Official Classification 
Ng. 41, to become effective as follows: 

The Harlem & Morrisania Transportation Line—I. C. 
C. No. 12, effective January 10. 

Detroit United Railway; Detroit, Monroe & Toledo 
Short Line Railway; Detroit, Jackson & Chicago Rail- 
way; Rapid Railway System—I. C. C. No. B-52, effective 
January 1. 

Michigan United Traction Co.—I. C. C. No. 14, effect- 
ive January 15. 

The Toledo & Western Railroad Co.—I. C. C. No. 
488, effective January 1. 

The Toledo, Ottawa Beach & Northern Railway Co.— 
I. c. C. No, A-19, effective January 1. 

West Chester, Kennett & Wilmington Electric Ry. 
Co.—I. C. C. No. 29, effective January 2. 

Western New York & Pennsylvania Traction Co.— 
I. C. C. No. 127, effective January 1. 

R. N. Collyer, Agent—I. C. C. O. C. No. 41, effective 
January 1. 

A. L. 
January 1. 

G. W. Quackenbush, Agent—I. C. C. No. 183, effective 
January 14. 

The classification now in effect 
“nested” as follows: 

“The term ‘Nested’ refers to a series of similar 
articles nested or enclosed one within another.” 

The suspended rule contains a new definition of the 
term, reading as follows: 


Neereamer, Agent—I. C. C. No. 10, effective 


defines the term 
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“Section 1. The term ‘nested,’ used in package spec! 
fications in this classification, means that two or mor: 
different sizes of the article for which the ‘nested’ speci 
fication is provided must be enclosed each smaller with 
in each next larger, or that two or more of the articl: 
for which the ‘nested’ specification is provided must b: 
placed one within the other, so that each upper artick 
will not project above the next lower article more than 
one-third (1-3) of its height. 

“Section 2. The provisions shown in section 1 ot 
this rule prohibit the application of ‘nested’ ratings when 
articles of different name or material, whether grouped 
in one description or shown separately, are nested or 
enclosed one within the other.” 


December 19, in I. & S. No. 357, the Commission sus 
pended from December 27 until April 26 schedules con 
tained in Hinton’s Supplement No. 12 to I. C. C. No. A-59 

By the suspended schedules it was proposed to in 
crease rates on lumber from points in Alabama and 
Georgia to Knoxville, Tenn., and Lenoir City, Tenn. 


The proposed increases range from 1 to 3 cents pe! 
100 pounds. For example, the present rate from Gaston 
burg, Ala., to Knoxville is 13 cents, and the proposed rate 
is 16 cents per 100 pounds. 


December 19, in I. & §S. No. 354, the Commission 
suspended until April 23 schedules contained in the fol 
lowing tariffs: 

F. A. Leland, Agent—Supplement No. 16 to L C. C 
No. 958, effective Jan. 15, 1914; Supplement No. 1 to 
I. C. C. No. 1014, effective Dec. 24, 1913; Supplement No 
2 to I. C. C. No. 1014, effective Dec. 24, 1913: I. C. C 
No. 1026, effective Dec. 26, 1913. 

Eugene Morris, Agent—Supplement No. 16 to I. C. C 
No. 361, effective Jan. 15, 1914; Supplement No. 1 to 
I, C. C. No. 419, effective Dec. 24, 1913; Supplement No 
2 to I. C. C. No. 419, effective Dec. 24, 1913; I C. Cc 
No. 442, effective Dec. 26, 1913. 

It was proposed by the suspended schedules to with 
draw an allowance of 500 pounds for dunnage used to 
protect shipment forward in box, stock, ventilated or re 
frigerator cars, which allowance has been made for 
number of years on traffic moving into and out of south 
western territory. 


THE COMMISSION VACANCIES 


Endorsements for various men for places on the 
Commission are going to the White House every day 
On Wednesday Representative Harrison of Mississippi 
carried to the President the endorsement of the delega 
tion for that state of T. Marshall Miller of New Orleans 
formerly attorney-general of Mississippi. 

The Colorado delegation has also endorsed a cand 
date who was formerly a mayor of Colorado Springs. In 
fact, there is not a delegation that has not endorsed a 
man. The Louisiana people have endorsed Assistant 
Attorney-General Wylie M. Barrow of that state, and the 
Texans are pushing the candidacy of State Commissioner 
Mayfield. 

Except as to the strong talk for Prof. Bruce Wyman 
of Harvard, there was no definite idea as to the men 
who are to take the places of Cqammissioner Prouty an 
Commissioner Marble. 
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KANSAS COMMISSION ISSUES ORDERS 


The Public Utilities Commission of Kansas recently is- 
sued an order in the complaint brought by the Wichita 
Business Association against several railroads operating 
in that vicinity, in which the Commission established mile- 
age rates on cull or windfall apples, carload, minimum 
weight, 30,000 pounds. These rates range from 4% cents 
for 25 miles and under to 9 cents for under 250 miles and 
over 225. The character and quality of the apples is to 
be furnished by the shipper when requested. 

The Hutchinson Traffic Bureau intervened in the case 
and the Topeka Traffic Association also stated that while 
it had not filed an intervening petition it was vitally in- 
terested in the complaint. In a similar case heard in 1910 
certain rates were ordered in effect by the Commission- 
ers. They were voluntarily re-established by the carriers 
in 1911 and made to expire with December 31 of that year. 
They were also put in effect for the year 1912, but their 
restoration for 1913 was denied. The complaint was based 
chiefly on the fact that the value of this class of apples is 
small and they load heavily and there is only a small lia- 
bility to damage. 

The Commission also made an order affecting trans- 
portation and terminal facilities in the matter of live 
stock in Kansas City stockyards, in Kansas City, Kan. 
The several carriers engaged in this business are made 
parties to this proceeding, and the hearing was had on 
December 18 at Topeka. 

The Commission also held a hearing in the mat- 
ter of express rates on December 15. 


WISCONSIN SCRAP IRON RATES 


case of Alex Locke vs. Chicago & North- 
western, the Wisconsin commission has issued an order 
naming certain scrap-iron rates. The complaint arose 
from the fact that complainant’s competitors are able to 
get better rates on scrap iron into Milwaukee on ship- 
ments from point of purchase to sorting point, and thence 
to Milwaukee, because their distance from purchase 
point to sorting point is in general shorter. The prin- 
ciple stated in the case is as follows: 

“The: cause of this competitive disadvantage is that 
of location, and this commission will not undertake to 
adjust rates for the sole purpose of permitting a man 
to expand his territory indefinitely and to be able to 
compete with all men who are included therein. It does 
appear, however, that the rate of 5% cents per cwt. now 
in effect between Sheboygan and Milwaukee, and the 
rate of 3 cents per cwt. now in effect between Sheboygan 
and Sheboygan Falls, are excessive, when the costs of 
performing the service and the return on investment are 
considered.” It points out that the C. & N. W. has now 
in effect carload rates on scrap on hauls up to 150 miles 
for the same rate as now in effect on the 52 miles haul 
here under consideration. It finds as a reasonable rate, 
Sheboygan to Milwaukee 4 cents per cwt., Sheboygan 
and Sheboygan Falls 2% cents per cwt., and orders such 
rates substituted for those at present charged. 


In the 


SOUTHERN ROADS SHOW GAIN 


The roads in the Southern District, for the month of 
October, continued their record of being the only ones in 
the country showing a gain in net for the month and for 
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the four months of the current fiscal year. The roads in 
all other territories continued to show a decreasing net 
and a gross that was either practically the same or a 
little smaller than for the corresponding time last year. 

For the country as a whole there was a decrease in 
the gross for 86 roads, having a mileage of 98,329, the 
fall being from $143,776,008 “to $143,607,294. The net fell 
from $534 per mile to $460, or nearly 14 per cent. 

The gross in the Eastern District, represented by 43 
roads, having a mileage of 33,314, rose from $75,693,913 
to $75,820,880, but the net fell from $785 per mile to $617, 
or 21.4 per cent. 

The Southern District shows an increase in gross from 
$18,801,856 to $19,840,090, and the net from $279 to $300 
per mile, or 7 per cent. The western roads showed a fall 
in gross from $49,280,239 to $47,946,324, and a fall in the 
net from $462 to $415 per mile, or a little more than 10 
per cent. 

For the four months of the fiscal year the net for the 
whole country fell from $1,919 to $1,744; in the Hastern 
District from $3,046 to $2,612; in the Southern District it 
rose from $875 to $919, and in the Western it fell from 
$1,544 to $1,464. 

These figures are based on reports in hand at the 
Interstate Commerce Commission at 1 p. m., December 2, 
and are for roads having a gross in excess of $1,000,000. 


EXPEDITING CLAIMS 


The following is a copy of a letter written by a man 
in Arkansas to the general freight agent of a western 
road as published in a lumber journal: 

“Dear Sir: In response to my application for in- 
demnity for damage while in transit to one folding bed, 
I received sometime since a postal from you, giving me 
the interesting information that my claim is number 
100909, and suggesting, that, if necessary to communicate 
with you further, I refer to this number. As it undoubt- 
edly appears very necessary to write again regarding this 
matter, I now comply with your kind request to jog your 
memory by mention of the talismanic number, viz., 100909. 

“IT was very glad to get this postal. It is a nice 
postal and, if not patented, I think I will have some 
printed myself for the benefit of my creditors. This 
thing of responding to a dun by giving a reference num- 
ber in lieu of cash never struck me before. It ought to 
prove a new factor and a valuable object lesson in the 
economics of living expenses. 

“However, as I am not especially desirous of prac- 
ticing the theory upon myself, I would be greatly pleased 
to hear something a little more definite regarding claim 
100909. 

“If it had been an illegitimate pig metamorphosed 
by accident and sudden death into a pedigreed Poland 
China Porker, or a Ban-tailed Mule descended, on the 
principle of ‘De Mortuis nil nisi bonum’ from the dear 
departed Dexter or the late lamented Longfellow, this 
matter would, doubtless, have met with prompt adjust- 
ment, but, being only a bed, just a plain wooden bed, 
barring the fragments, I fear the claim I am so courteously 
invited to refer to again, if necessary, has been filed 
away with other archives of a like nature, where moth 
and rust may corrupt, but thieves certainly do not break 
through and steal, for even a burglar’s time is too valuable 
to be thus wasted. 

“If, however, No. 100909 will prove an ‘Open Sesame’ 
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to the dusty doors of the rusty recess wherein this claim 
is deposited, I adjure you let the light of day once more 
fall upon it before mold and moth destroy, and let me 
know whether it is collectible in the near future, or 
whether I shall bequeath it, hoary with venerable an- 
tiquity, as a relic of the long, past nineteenth century to 
my posterity and for myself trust to meeting it again 
only on the shore beyond.” 


GOVERNMENT OWNERSHIP 


As a propaganda, government ownership will probably 
receive a greater impetus during the session of Congress 
that was begun recently than that doctrine has ever re- 
ceived in the western hemisphere. Congress is morally 
certain to pass the bill recommended by the House com- 
mittee on territories in which provision is made for the 
construction of a railroad from Cordova or Seward to 
the upper Yukon country in Alaska by the issuance of 
$35,000,000 3 per cent 30-year bonds. 


NEW NORTHWESTERN TRAINS 


The Chicago & Northwestern has issued a handsome 
new folder covering the service of its four through daily 
trains from Chicago to California. 

The Overland Limited, the only daily extra fare train 
between Chicago and California, leaves Chicago at 7 p. m. 
Sunday, and arrives at San Francisco at 9:30 a. m. 
Wednesday. 

The San Francisco Limited leaves Chicago at 9:30 
p. m. Sunday, arriving at Los Angeles at 2:45 p. m. Thurs- 
day. 

The California Mail leaves Chicago at 10:45 p. m. 
Sunday, and arrives at San Francisco at 1:30 p. m. Thurs- 
day and Los Angeles 7 a. m. Friday. 

The Los Angeles Limited leaves Chicago at 10:02 
p. m. Sunday, arrives Los Angeles 4:30 p. m. Wednesday. 

All of these trains are by Chicago & Northwestern, 
Union Pacific and Southern Pacific except that the Los 
Angeles Limited goes over San Pedro, Los Angeles & 
Salt Lake, and the California Mail makes both routes. 


IVES FOR COMMISSION? 


The talk that D. O. lves of the Boston Chamber of 
Commerce is to fill the vacancy created by the retirement 
of Commissioner Prouty has become very strong. on 
account of the fact coming to be generally known that 
Louis D. Brandeis is standing sponsor for him and that 
Mr. Brandeis has discussed him with the President. The 
Brandeis indorsement counts for a great deal with this 
administration. Like every other strong man, Mr. Ives 
has enemies who have been trying to get at the Presi- 
dent with every fact and insinuation they think would 
have the effect of forcing the President to the conclusion 
that he could not afford to appoint him. Notwithstand- 
ing that condition of affairs, the Boston man is looked 
upon as a strong man in the fight for the honorable 
place, which, in Ives’ case, would mean a smaller income 
for just as hard work as he is doing in Boston. 

The best information from the White House appears 
to be that President Wilson is going as far afield in look- 
ing for men to fill the vacancies as he can. He is not 
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depending upon those who are being urged upon his 
consideration as the field from which to make the choice, 
but is giving thought to the men whose names he has 
seen mentioned in connection with railroad regulation. 

The House committee on interstate and foreign com- 
merce, the members of which, as individuals, indorsed 
Judge Clements, had an appointment with the President 
on Thursday to back up their recommendation. 


LUNCH COUNTER CAR 


The Pennsylvania Railroad has just completed a new 
steel lunch counter car, and on December 1 it was placed 
in service between New York and Philadelphia, on trains 
which also carry ordinary dining cars. While the novelty 
of the counter car may for a few days prevent a fair 
comparison in the patronage of the two kinds of cars, it 
is planned to continue the experiment for a sufficient 
period to determine just which is more popular with the 
traveling public. The object in building the counter car 
was to see if it would permit of serving meals to pas- 
sengers more quickly, and thus serve satisfactorily more 
patrons than is possible in a dining car. 

The new car is 80 feet long, and the exterior appear- 
ance is the same as that of a Pennsylvania all-steel pas- 
senger coach. The interior is radically different from the 
ordinary dining car. Instead of tables, there is one long 
mahogany counter extending over half the length of the 
car; facing this counter, on one side, are revolving ma- 
hogany chairs, secured to the floor. The counter is long 
enough for 21 people to be seated at one time. Back 
of the counter, against the wall, there are twenty cup- 
boards for supplies, in addition to receptacles for crushed 
ice, drinking water, ice cream, milk and cream. Shelves 
for linen and silver occupy the space under the counter. 
Sunk in the counter at the end away from the kitchen 
is a cigar humidor. At one end of the car there is a wash- 
basin for the use of passengers. 

The pantry and kitchen are at one end of the counter. 
Food will be passed from the kitchen into the pantry 
through openings which can be closed by sliding doors. 
As these openings are just above the serving table in the 
pantry, there is no necessity for waiters to go into the 
kitchen. The kitchen itself is about 11 feet long; it 
contains a range, broilers, steam table, ice box, coffee 
urn, soup receptacle and meat warmer. 

The interior of the car is finished in a mahogany 
color, the same as the dining cars. It will be electrically 
lighted, and ventilation will be aided by an exhaust fan 
and three large electric fans. 

The present plan is to put the car in service on a 
train leaving Philadelphia for New York at 12 o’clock 
noon, as this train is usually heavily loaded, and a large 
number of the passengers as a rule eat their lunch on the 
train. The second trip of the car will be on the train 
leaving New York the same afternoon at six o’clock. 


INDICTED FOR MIS-BILLING 


The Commission has announced that the federal grand 
jury of the western district of Tennessee on November 
28 returned an indictment in nine counts for false billing 
against Roberts & Hamner Grain Co. of Memphis, Tenn. 
The charge is as follows: 

“The grain transit tariffs of the Illinois Central and 
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the Y. & M. V. still have in them ruleg requiring observ- 
ance of the color scheme in the transit shipments of grain. 
Investigation showed. that the shipper was habitually 
shipping out one kind of corn on billing representing 
another kind, as well as shipping out corn for oats, etc. 
In making these shipments the shipper presented with 
the outbound shipping order a reshipping certificate in 
which he affirmatively represented that the outbound ship- 
ment was the same as came in in the car referred to on 
the inbound expense bill that was tendered. The in 
dictment found, therefore, alleged a violation of section 
10 by the device of false billing.” 
WISCONSIN STONE RATES. 

Refund on gravel and crushed stone, Waukesha Lime 
& Stone Co. vs. C. & N. W. Ry. Co. et al., ordered by 
the Wisconsin commission, grants reparation on _ ship- 
ments between April 3, 1912, and April 2, 1913, on ac- 
count of incorrect application of rates. Charges are to 
be computed by applying rate and minimum as prescribed 
in respondent’s G. F. D..14432-A. Connecting lines’ switch- 
ing charges are to be absorbed by the respondent, Chicago 
& Northwestern Railway, in so far as it may be done out 
of line-haul earnings without reducing them below $15. 
The difference between the charge for any car, so com- 
puted, and the charge as paid by the complainant is to 
constitute the amount of reparation in that case. 

Wisconsin commission recently decided the case of 
the Southern Wisconsin Sand & Gravel Co. vs. C., M. & 
St. P. This case covers the matter of rates on sand and 
gravel on shipments from Janesville to Wisconsin points. 
Reparation is awarded on shipments in August, September, 
October and November, 1912, in which defendant charged 
rate higher than the schedule prescribed in order of the 
commission June 24, 1912. The investigation covered the 
situation in the state as a whole. Deciding in favor of 
the refund which is allowed in the order, the commission 
Says: 

“There is a well-established principle that refunds may 
be granted upon any shipments where the rates charged 
have been found unreasonable based upon the cost of 
the service and the value of the service. In the present 
case this commission holds that there are other consid 
erations in addition to the general unreasonableness of 
the rate’ which make the claims for reparation valid; 
that these considerations arise out of the competitive 
nature of some of the traffic which would have made these 
shipments unavailable to the respondent except upon the 
conditions that these lower rates would be met.” 


TRAFFIC CLUB OF NEW YORK. 

For the regular monthly meeting of the Traffic Club 
of New York, to be held on December 30, the following 
speakers will address the members on “Current Trans- 
portation Problems:” J. S. Marvin, general traffic man- 
ager, Automobile Chamber of Commerce; J. C. Lincoln, 
manager of the traffic bureau, Merchants’ Association of 
New York; Paul Gottheil, senior member of the firm of 
Funch, Edye & Co., steamship agents; Nat Duke, assistant 
reight traffic manager of the Delaware, Lackawanna & 
Western Railroad. 

The annual dinner of the Traffic Club of New York 
vill be held on Feb. 11, 1914, at the Waldorf-Astoria. 
Members who were present last year will remember the 
axing of the capacity for seating and service, and will 
understand the necessity of sending invitations and mak- 
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ing up parties early. The tables seat nine, and members 
are especially requested to make up parties of that num- 
ber, sending subscriptions together and in one inclosure, 
The committee cannot guarantee to arrange seating at the 
same table unless the above practice is followed. 


TRAFFIC CLUB OF PHILADELPHIA. 

The Traffic Club of Philadelphia will hold its sixth 
annual dinner at the Bellevue-Stratford on Jan. 13, 1914. 
Several prominent speakers will deliver addresses, which, 
with a musical program and other attractive features, 
will contribute to the enjoyment of members and guests. 


VACATES SUSPENSION ORDER. 

The Commission has vacated as of December 28 that 
part of its order in I. & §S. No. 333 which relates to Grand 
Rapids, Grand Haven & Muskegon Supplement No. 6 to 
I. C. C. No. 72, on a showing by that company that the 
schedules therein are not a part of the general increase 
in rates involved in this proceeding. . 


WILLIAM BORNER. 

William Borner, who early in 1912 retired from rail- 
way service with the Pennsylvania as general western 
division freight agent at Chicago, died suddenly at his 
home on December 21. About two weeks ago he and 
Mrs. Borner celebrated their golden wedding anniversary. 

Mr. Borner entered the service of the Pennsylvania 
in 1857 as messenger boy. He was later appointed to 
various clerical positions, and in 1871 received his first 
Official appointment as cashier of the Star Union Line, 
from which he went into the local agency of the* Penn- 
sylvania in 1877. Four years later he was promoted to 
the position which he held up to the time of his retire- 
ment under the Pennsylvania pension plan. Since then 
he has been connected with the Harris Trust & Savings 
Bank. On April 26, 1912, he was elected an honorary 
member of the Traffic Club of Chicago. 


ORDERS OF THE COMMISSION 


Dismissals have been ordered in the following: 

5878. Republic Flour Mills Co. vs. St. Louis & San 
Francisco et al. Intervention has been allowed as fol- 
lows: 

Texas Wholesale Fruit & Produce Association, in 
No. 6279, Geo. Ruppel et al. vs. Gulf, Colorado & Santa 
Fe et al. 

National Team Owners’ Association, in Kansas City 
Team Owners’ Assn. et al. vs. Chicago Great Western 
et al. 

Same in No. 6334, N. Y. Team Owners’ Assn. vs. 
New York Central et al. 


PLEADS GUILTY AS TO CONCESSIONS 


The Grand Trunk Western Railway Co. pleaded guilty 
in the Southern District of Ohio on December 11 on the 
charge of obtaining concessions on fuel coal shipped from 
points on the B. & O. Railroad and delivered to the Grand 
Trunk Western Railway Co. at Wellsboro, but billed to 
Battle Creek, Mich., a point on the rails of the Grand 
Trunk Western, and were fined $5,000. . 

Had the coal moved to the billed destination the rate 
would have divided on a basis of the joint through rate; 
that is to say, the B. & O. would have only received its 
division, which is less than the local to the junction. 
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CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
Ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Bullding, Washington, D. C . 


interest on Loss or Damage Claims. 

Alabama,—‘“Interstate Commerce Commission Con- 
ference Ruling No. 379 provides that interest can be col- 
lected on overcharge claims from date charges were 
improperly collected. Loss and damage claims are not 
under the jurisdiction of the Interstate Commerce Com- 
mission and the only recourse shippers have is through 
the courts. Please advise whether we can collect interest 
on loss and damage claims from date of loss or damage 
or from the date claim therefor is filed. We find that 
the ruling of the Commission referred to above has re- 
sulted in a more prompt payment of claims for over- 
charges, but there is still a great amount of delay in 
the payment of loss and damage claims.” 

The courts génerally hold that interest is recoverable 
on goods lost or delayed in transit on their value from 
the time when the goods should have been delivered; 
that is, delivered with reasonable dispatch, as ordinarily 
accomplished between the two places at the particular 
season of the year when the shipment moved. On claims 
voluntarily adjusted and paid out of court, many carriers 
refuse to allow interest, and there law covering 
such matters. 


is no 


* * * 
Rates in Both Directions. 

New York.—‘I have a recollection of seeing a ruling 
of the Interstate Commerce Commission made somewhere 
about a year ago, which I am unable to locate, wherein 
it was held, in effect, that rates in the one direction 
higher than those in the opposite direction between the 
same points are unreasonable. If my memory serves me 
correctly, and such ruling was issued, will you, through 
your page in Tur TRAFFIC Wor-LpD, to which I am a sub- 
scriber, kindly give reference to the ruling and where it 
may be found?” 

The Commission has never broadly held that a rate 
for a given commodity moving between the same points 
and via the same line is unreasonable when higher in 
one direction than it is when moving in the opposite 
direction; but, to the contrary, has frequently sustained 
such differences. This, for the reason that the circum- 
stances and conditions affecting the traffic might be wholly 
dissimilar. The grade of the road, the volume of the 
traffic, etc., might make the circumstances and conditions 
such that an equalization of the rates would be wholly 
unreasonable. For a recent decision by the Commission, 
see the case of I. & S. Docket No. 141, in the matter of 
the investigation and suspension of advances in rates 
by carriers forthe transportation of potatoes, 25 I. C. C., 
247. In that case the carriers endeavored to justify an 
advance in the eastbound rates on the ground that the 
westbound rates were higher, but the Commission held 
the proposed rate unreasonable. Also refer to Vol. 24 


Vol. XII, No. 26 
I. C. C., 209 and. 331; 23 I. C. C., 15 I. C. C., 595; 
14 1. C. C., 189, and 13 I. C. C., 668. 


* * * 
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Rate on Carload Shipment When None in Effect. 

Buffalo.—“Is a shipment of a full carload of any com 
modity that is listed in the L. C. L. column only of the 
Official Classification a carload or a less-than-carload ship 
ment, and has any rule been laid down by the Interstat« 
Commerce Commission.to govern in such cases?” 

Where the carrier’s tariff does not provide for a 
minimum carload rate on any commodity, it would neces 
sarily move under the less-than-carload rate. The Com 
mission has hesitated to require the establishment of 
carload rates where none exists. If the normal unit o! 
shipment is the carload, as in coal, ore, etc., it is a public 
benefit to secure for all the lower carload rate, but it 


the customary traffic has a less unit than a carload and 
ordinary shipments are by the ton or bale or hundred 


weight, the effect of a newer lower carload rate is to 
give an advantage to the larger shipper—a discrimination 
the Commission has not encouraged, even though its first 
result is to secure lower rates to the larger shipper. Se¢ 
Kindall vs. B. & O. R. R. Co. et al., 11 I. C. C., 495. 

* oo ca 

Time Within Which to File Claim With Carrier. 

lowa.—“Kindly refer to the article on section 3, para 
graph 3, of the standard bill of lading, which appears on 
page 1130 of THe TRAFFIC WorRLD of December 13, wherein 
the Supreme Court’s recent decision on this particular 
section of the bill of lading is quoted. If the carriers 
enforce this four months’ limitation period, what will be 
done, for instance, with a claim, on the stove repails 
which cannot be entered with the carriers until after 
the four months has elapsed? For example. We ship a 
stove on December 1 to a customer at A. It arrives on 
December 3, badly broken. Our customer refuses to ac- 
cept it, but does not give us notification. In about two 
weeks the carrier notifies us that same is on hand, re 
fused. We must take the matter up with our customer, 
and he advises that it is damaged so that he cannot repair 
it. By that time it is February 1, and we notify the 
railroad company to ship it to the foundry in Ohio with 
request to make repairs. On account of the heavy freight 
charges that are liable to accrue on an L. C. L. ship- 
ment, we request the foundry to return the stove when 
it is repaired in the next carload shipment to us at Sioux 
City. It is probably repaired, but sometimes not within 
the time required in order to secure all papers and enter 
claim to the railroad company, within the four months’ 
limitation, especially if the stove goes astray on its 
return to the foundry.” 

In a claim of this nature the prudent course would 
be for the shipper to file claim in the full invoice valu: 
of the shipment immediately upon learning of the dam 
age incurred, and later, through negotiations with the 
carrier, modify his claim in accordance with the fac's 
subsequently developed. But as the policy of statutes of 
limitation permitting parties to an agreement to provide 
a reasonable time within which to file claims with car 
riers, or to commence an action in courts, is to encourage 
promptness so that the parties shall not suffer by loss 
of evidence from death or disappearance of witnesses, 
destruction of documents, or failure of memory, it would 
seem that the filing of a notice with the carrier that the 
shipment is alleged to have been damaged, and requesting 
its delivery to another point for repairs, or the starting 
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of a tracer in lost or delayed shipments, would be suffi- 
cient to put the carrier on notice that a prospective claim 
s to be filed, and would be equivalent to a full com- 
liance with the requirements of paragraph 3 of section 
of the uniform bill of lading, so as not likely to preclude 
the shipper from the right to maintain an action after 
the expiration of the stipulated time. 

At a recent conference in Chicago between a com- 
mittee of the National Industrial Traffic League and the 
vice-presidents in charge of traffic of several leading 
railroads, called for the purpose of considering paragraph 
, section 3, of the uniform bill of lading, it was under- 
stod the carriers were not unalterably committeed to the 
four months’ limitation period, but might agree to an 
extension to one year or so, and that the railroads’ rep- 
resentatives would hold a conference during this month 
n New York City, at which it was believed some proposal 
will be drafted and submitted to the Interstate Commerce 
Commission for its approval. 

The question as to the reasonableness of this limita- 
tion and of the practices of carriers in the handling of 
claims with regard to such limitation is embraced in a 
general inquiry being conducted by the Commission, 
“In the matter of bills of lading,” under its docket No. 
1844, in which several hearings have already been had. 
This matter is assigned for further hearing in Wash- 
ington, D. C., on Jan. 15, 1914, and it is expected that 
briefs therein will be submitted and oral argument com- 
pleted not later than January 17, and thereafter an 
announcement from the Commission as its conclusions 
might be expected within a reasonable time. 

ae a * 

Rate Via Route Designated by Shipper Legal One. 

Pennsylvania.—“A commodity rate is in effect be- 
tween points A and C via junction point B, no class rates 
being in effect via this route. Class rates are published 
between points A and C via junction point D, no com- 
modity rate being published via this route. A shipper 


Note.—items in the Docket marked with an asterisk (*) are 
new and have not been carried In the publication during the 
preceding week. 


December 29—Chattanooga, Tenn—Special Examiner Settle: 

*l. & S. 256—Chattanooga log rates, 

*l, & S. 275—Lumber rates from local points on Ala. Gt. Sou. 
to Chattanooga, Tenn. 

*6309—-Haskew Lumber Co. vs. N. C. & St. L. Ry. 


December 29—Minneapolis, Minn.—Commissioner Meyer: 
~~. Civic and Commerce Assn. vs. C. M. & St. 
. Ry. Co. 


December 30—Duluth, Minn.—Commissioner Meyer: 
5370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 


January 2—Washington, D. C.—Special Examiner Gerry: 

* 3921—United States of America vs. P. R. R. Co. et al. 

January 2—Memphis, Tenn.—Special Examiner Settle: 

*|, & S. 327—Cotton seed rates to Memphis, Tenn. 

January 5—Shreveport, La.—Special Examiner Settle: 

*!, & S$. 306—Class & commodity rates between points in La. 

and other states & points in Texas. 

January 5—Boston, Mass.—Special Examiner Rynder: 
*5900—Boston Potato Receivers’ Assn, et al. vs. Clyde SS. Co. 

et al. 

January 5—Richmond, Va.—Special Examiner Smith: 
5854—Boice Lumber Co. vs. Cairo C. & O. Ry. Co. et al. 
6288—Virginian Caroline Chemical Co. et al. vs. L. & N. R. R. 

Co. et al. 

January 6 —Norfolk, Va.—Special Examiner J. E. Smith: 
6206—F.. B. Boyster Guano Co. vs. A. C. L. R. R. Co. et al. 

January 7—Charlotte, N. C.—Special Examiner Smith: 
5864—Barnhardt Mfg. Co. vs. Sou. Ry. Co. et al. 
6029—Elba Mfg. Co. vs. Sou. Ry. Co et al. 

January 7—Argument at Washington, D. C.: 


Co. et al. 
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elects to route his traffic from A to C via D, and question 
has arisen as to whether the through class rates applicable 
via this route should be applied in connection herewith 
in consideration of the fact that commodity rates are in 
effect via B, this question having arisen by reason of 
the provisions of rule 7-A, reading, ‘The naming of a 
commodity rate on. any article or character of traffic takes 
such article or traffic out of the classification and out of 
the class rates between the points to which such com- 
modity rate applies,’ but no reference is made to the fact 
that the commodity rates preclude the application of the 
class rates only when both the class and commodity rates 
apply via the same route. I would appreciate it very 
much if you will let me have your views with reference 
to this matter.” 

The Commission is disposed to encourage the making 
of class rates whenever practicable, because of their 
tendency to uniformity and stability. It is only in cases 
where it clearly appears that the inclusion of a given 
article in a class results in unreasonable charges, and 
a lower classification will not meet the demands of justice, 
that commodity rates are required to be established. It 
is, therefore, upon the theory that commodity rates are 
special rates established on account of peculiar circum- 
stances and conditions, provided for the movement of 
traffic believed to require a lower rate than is provided 
by classification, that the Commission has, by rule 7 (a), 
Tariff Circular 18-A, declared the commodity rate be- 
tween specified points to be the lawful rate, even though 
it may happen that the class rate is lower. If, therefore, 
a shipper, having a choice of two routes over which he 
may ship between two specified points voluntarily selects 
the more expensive and more circuitous route, the carrier 
should forward via the route indicated, and collect the 
rate established for that route, inasmuch as no commodity 
rate is in effect via the route designated by the shipper. 
See Poor Grain Co. vs. C., B. & Q. Ry. Co. et al., 12 
L 6i.c, ae 


Docket of The Commission 


|. & S. 311—Rates on bananas from New Orleans, La., Galves- 
ton, Tex., and other gulf ports to Topeka, Kan., Lincoln, 
Neb., and Beatrice, Neb. 

5207—Topeka Traffic Assn. vs. Ala. & Vicks. Ry. Co. et al. 

6053—Wichita Produce Co. vs. Ala. & Vicks. Ry. Co. et al. 

6027—City of Danville, Va., et al. vs. Sou. Ry. Co. et al. 


January 7—Galveston, Tex.—Special Examiner Settle: 

*§6224—Ir,. in Kibbs vs. Abilene & So. Ry. Co. et al. 

January 8—Galveston, Tex.—Special Examiner Settle: 

*|. & S. 349—Terminal charges at Galveston, Tex. 

January 8—Charlotte, N. C.—Special Examiner J. E. Smith: 
6055—Barnhardt Mfg. Co. vs. Sou. Ry. Co. et al. 
6248—Yarbrough & Bellinger Co. et al. vs. Sou. Ry. Co. 
6301—City of Charlotte, N. C., et al. vs. Sou. Ry. Co. et al. 


January 8—Argument at Washington, D. C.: 
1. & S. 238—Kansas-California flour rates. 
1. & S, 268—Arizona wheat rates. 
5423—Arizona Corporation Commission vs. Ariz. & N. M. Ry. 
Co. et al. 
5849—Inman, Akers & Inman et al. vs. A. C. L. R. R. Co.» 
5900—Boston: Potato Receivers’ Assn. et al. vs. Clyde S, S. 


January 9—Boston, Mass.—Special Examiner Rynder: 
Co. et al. 


January 9—Argument at Washington, D. C.: 
3218—Wickwire Steel Co. et al. vs. N. Y. C. & H. R. R. R. Co. 
et al. 
1. & §S. 279—Rates on potash and other commodities from 
North Atlantic Seaboard points to Cincinnati, O., and other 
points. 


January 10—Little Rock, Ark.—Special Examiner Settle: 
*5975—Fort Smith Coffee Co. vs. vs. Ariz & N. M. Ry. Co. et al. 


January 10—Columbia, S. C.—Special Examiner Smith: 
6234—Summer Bros. Co. vs. Sou. Ry. Co. 


January 10—Argument at Washington, D. C.: 
4828—P. L. Conquest & Son et al, vs. S. A. L. Ry. Co. et al. 
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oP -Deaiels & Fisher Stores Co. et al. vs. Colo. & Sou. 
y. Co. 

5769—Pueblo Commerce Club vs. D. & R. G. R. R. Co. 

5931— Wellington Mines Co. vs. Colo. & Sou. Ry. Co. et al. 
5946—ADtna Powder Co. vs. Wabash R. R, Co. et al. 


January 12—Little Rock, Ark.—Special Examiner Settle: 

*l. & S. 299—Rates on lumber and other forest products from 
points in Ark and other states to points in la., Minn. and 
other states. 


January 12—Bristol, Va.-Tenn.—Special Examiner Disque: 
*6331—Reynolds Corporation vs. Norf. & West. Ry. Co. et al. 
*6134—Morley Bros. & Co. et al. vs. Sou. Ry. Co. et al. 


January 12—Washington, D. C.—Special Examiner Pitt: 
*Fourth Section Application No. 2176. 


January 12—New York, N. Y.—Special Examiner Mackley: 
5919—Alpha Portland Cement Co. vs. B. & O. R. R. Co. et al. 
5920—Alpha Portland Cement Co. vs. P. R. R. Co. 


January 12—Hearing of the following cases now assigned for 
January 5, at New York City, before Special Examiner 
Mackley, is continued until January 12, at New York City, 
before Special Examiner Mackley: 

6919—Alpha Portland Cement Co. vs. B. & O. R. R. Co. et al. 
5920—Alpha Portland Cement Co. vs. P. R. R. Co. 


January 12—Macon, Ga.—Special Examiner Smith: 
6096—Freight Bureau Chamber of Commerce, Macon, Ga., vs 
L. & N. R. R. Co. et al, 


January 12—Washington, D. C.—Special Examiner Pitt: 

Fourth Section Application No. 1952. 

January 12.—Washington, D. C.—Examiner Pitt: 

Hearing of that portion of Fourth Section Application No. 1952 
of the L. & N. R. R. Co. which asks for authority to con- 
tinue rates on bananas from New Orleans, La., and Mobile, 
Ala., published in L. & N. Co. tariffs I. C. C. Nos. 11468 and 
A10483, respectively, that are lower than rates concurrently 
in effect to intermediate points, or rates published in the 
said tariffs to intermediate ponts that are higher than rates 
to more distant points. 

January 13—Little Rock, Ark.—Special Examiner Settle: 

*l. & S. 313—Rates on cotton and cotton linters from Paris, 
Scranton & other points in Ark. to Little Rock, and 
other compress stations in Ark. to be concentrated and re- 
shipped to Interstate destinations. 


January 13—Savannah, Ga.—Special Examiner Smith: 
6042—Solomon Lipman vs. A. C. L. R. R. Co. 


January 14—Knoxville, Tenn.—Special Examiner Disque: 

*5471—Shea Bros. vs. Tenn. Ry. Co. et al. 

*5685—Traffic Bureau of Knoxville, Tenn., vs. C. N. 0. & T. P. 

Ry. Co. et al. 

ee Sa Bureau of Knoxville, Tenn., vs. Ala. & Vicks. Ry. 
o. et al. 

— ao Bureau of Knoxville, Tenn., vs. Ala. & Vicks. Ry. 
0, et al. 


January 14—Argument at Washington, D. C.: 
ae Round Bale Press Co. vs. A. T. & S. F. Ry. 
o. et al, 
5759—Anderson Clayton & Co. vs. A. T. & S. F. Ry. Co. et al. 
6068—Oklahoma Portland Cement Co. vs. Ark. La. & Gulf 
Ry. Co. et al. 


January 14—Jacksonville, Fla.—Special Examiner Smith: 
5653—Logan Concrete and Engineering Co. vs. Ga. Sou. & Fla 
Ry. Co. et al. 
5949—Florida Cotton Oil Co. vs. A. B. & A. R. R. Co. et al. 
5971—Ocala Iron Works vs. B. & O. R. R. Co. et al. 


January 14—Philadelphia, Pa.—Commissioner McChord: 
* 4914—In the matter of rates, practices, rules and regulations 
governing the transportation of anthracite coal. 


January 15—Argument at Washington, D. C.: 
= a & Alton Coal Co. et al. vs. A. T. & S. F. Ry. 
0. et al. 


January 15—Seattle, Wash.—Special Examiner Thurtell: 

* Il, & S. 274—Cancellation of eastbound joint rates from stations 
on the Bellingham & Northern Ry. in connection with the 
Canadian Pacific Ry. 

January 15—Knoxville, Tenn.—Special Examiner Disque: 

* 1, & S. 322—Molasses rates to Knoxville, Tenn. 

January 22—Galesburg, Ill.—Commissioner Meyer: 

* 1. & §. 350—Switching at Galesburg, Ill. 


January 16—St. Louis, Mo.—Special Examiner Settle: 
*I, & S. 342—Grain elevation allowances at St. Louis, Mo., and 
East St. Louis, Til 


January 16—Kansas City, Mo.—Special Examiner Settle: 
_—a Coal & Mercantile Co. vs. Abilene & So. Ry. Co. 
et al. 


January 16—Argument at Washington, D. C.: 

1. & S. 125—Advance in rates by carriers for the transporta- 
tion of boots and shoes from Boston, Mass., and other points 
to Atlanta, Ga. 

4596—Chamber of Commerce of the City of Augusta, Ga., vs. 
A. C. L. R. R. Co. et al. 

5429—Freight Bureau of Chamber of Commerce of Macon, Ga., 
vs. Cent. of Ga. Ry. Co. et al. ; 

5394—- Wisconsin & Arkansas Lumber Co. et al. vs. St. L. I. M. 
& Sou. Ry. Co. et al. 

January 16—Miami, Fla.—Special Examiner Smith: 
5713—John Gordon Du Puis vs. Fla. BE. C. Ry. Co. et al. 
January 17—Argument at Washington, D. C.: 
In the matter of bills of lading. 
6130—Louisiana State Rice Milling Co. vs. 
R. R. & 8. S. Co. et al. 
January 19—Chattanooga, Tenn.—Special Examiner Disque: 
*5543—J. F. Dale Sand Co. et al. vs. Sou. Ry. Co. et al. 


M. La. & Tex. 


*5641—Montague Mailing Machinery Co, vs. N. C. & St. L. Ry. 


Co. et al. 
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*5642—J. M. Card Lumber Co. vs. C. N. O. & T. P. Ry. Co. et al. 


January 19—Dubuque, Ia.—Special Examiner Settle: 
*6115—Carr, Ryder & Adams Co. et al. vs. Sou. Pac. Co. et al. 

January 19—San Francisco, Cal.—Special Examiner Thurtell: 
Fourth Section Application Nos. 8835, 349 and 675. 


January 19—Tampa, Fla.—Special Examiner Smith: 
5247—Tampa Board of Trade vs. L. & N. R. R. Co. et al. 


January 20—Chattanooga, Tenn.—Special Examiner Disque: 
*5643—McLean Lumber Co. vs. Ala. Gt. Sou. R. R. Co. 
*5824—Chattanooga Bottle and Glass Mfg. Co. vs. N. C. & St. 

L. Ry. Co. et al. 
*5873—Durham Coal and Iron Co. vs. L. & N. R. R. Co. et al. 
aa & Vortis Lumber Co. vs. L. & N. R. R. Co 
et al. 


January 20—New York City—Special Examiner Gibson: 
*6333—International Paper Co. et al. vs. D. & H. Co. et al. 


January 21—Chattanooga, Tenn.—Special Examiner Disque: 

*5928—Miles Bros. Grocery Co. vs. L. & N. R. R. Co. et al. 

*5965—McLean Co. vs. M.’& O. R. R. Co. et al. 

*5981—Berry Lumber and Stave Co. vs. L. & N. R. R. Co. et al. 

*6017—Fritts & Wiehl Co. vs. Western & Atlantic R. R. Co. 
et al. 


January 21—Pensacola, Fla.—Special Examiner Smith: 
5938—Florida Cypress Co. vs. L. & N. R. R. Co. et al. 
January 21—Minneapolis, Minn.—Special Examiner Settle: 
*6352—Magill & Co. et al. vs. Mo. Pac. Ry. Co. et al. 

*6357—Imperial Elevator Co. vs. Gt. Nor. Ry. Co. 


January 21—San Francisco, Cal.—Special Examiner Thurtell: 
Fourth Section Application No. 1403. 


January 22—New Orleans, La.—Special Examiner J. Edgar 
Smith: 
*6299—Lucas E. Moore Stave Co. vs. Sou. Ry. Co. et al. 
January 22—New Orleans, La.—Special Examiner Smith: 
6133—Otis Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 
6168—Otis Mfg. Co. vs. Tex. & N. O. R. R. Co. et al. 


January 22—Chattanooga, Tenn.—Special Examiner Disque: 

*6042—Chattanooga Sewer Pipe and Fire Brick Co. vs. Sou. Ry 
Co. et al. : : 

*6063—Chattanooga Sewer Pipe and Fire Brick Co. et al. vs. 
Ala, Gt. Sou. R. R. Co. et al. 

*6286—Berry Lumber and Stave Co. vs. Ala. Gt. Sou. R. R. Co. 

January 22—Hearing at Washington, D. C.: : 

*3666—In the matter of the regulations for the transportation 
of explosives and other dangerous articles by freight and by 
express. 


January 23—St. Louis, Mo.—Commissioner Meyer: 
* 6128—Vulcan Coal and Mining Co. vs. Ill Cent. R. R. Co. 
* |, & S. 348—Coffee rates from New Orleans, La. 


January 23—New Orleans, La.—Special Examiner Smith: 
1. & S. 307—Class and commodity rates between New Orleans, 
La., and other points and Brownsville, Tex. 
6272—Jung & Sons Co. vs. L. & N. R. R. Co. 
January 23—Nashville, Tenn.—Special Examiner Disque: 
*6061—Mount Pleasant Fertilizer Co. vs. East Jordan & Sou 
R. R. Co. et al. 
*6117—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. etal 
*6173—Mount Pleasant Fertilizer Co. vs. Sou. Ry. Co. et al. 
*6174—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. 
*6186—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. 
*6340—Mount Pleasant Fertilizer Co. vs. N. 0. & N. W. R. R 
Co, et al. 


January 24—Chicago, Ill.—Special Examiner Settle: 
*6275—Western Newspaper Union vs. C. M. & St. P. Ry. Co. 
*6356—City Ice and Supply Co. vs. C. & N. W. Ry. Co. et al. 


January 24—El Centro, Cal.—Special Examiner Thurtell: 
Fourth Section Application No. 8491. 


January 24—Nashville, Tenn.—Special Examiner Disque: 
*5480—Chesnutt Lumber Co. vs. L. & N. R. R. Co. 
*§6332—J. H. Wilkes & Co. vs. Ala. Gt. Sou. R. R. Co. et al. 
January 26—Memphis, Tenn.—Special Examiner Disque: 
*5196—Paducah Box and Basket Co. vs. Ill. Cent. R. R. Co. 
#5383—Orgill Bros. & Co. vs. Ill. Cent. R. R. Co. 
*5659—Helena Freight Bureau vs. Mo. Pac. Ry. Co. et al. 
*5672—Gayoso Lumber Co. vs, Gulf & §S. I. R. R. Co. et al. 


January 26—Kansas City, Mo.—Commissioner Meyer: 

* 6180—Board of Trade of Kansas City vs. St. LL & S&S. F. R. R 
Co et al. 

January 26—Washington, D. C.—Special Examiner Gibson: 

*6216—Page Milling Co. et al. vs. Norf. & West. Ry. Co. 

*6269—Stuart’s Draft Milling Co. et al. vs. Sou. Ry. Co. et al 


January 27—Pittsburg, Pa.—Special Examiner Settle: . 
*5827—Central West Virginia Glass Mfrs. Assn. vs. B. & O 
R. R. Co, et al. 


January 27—Memphis, Tenn.—Special Examiner Disque: 

*5475—Memphis Freight Bureau for Memphis Rice Mills vs. Il 
Cent R. R. Co. et al. 

*5856—Memphis Freight Bureau for Chickasaw Cooperage Co 
vs. Ill, Cent. R. R. Co. et al. 

*5795—City of Brownville, Tenn., et al. vs. L. & N. R. I 
Co, et al. 

*5846—May Bros. et al. vs. St. L. & S. F. R. R. Co. et al. 

January 28—Memphis, Tenn.—Special Examiner Disque: 

*5936—Pouncey Paving and Construction Co. vs, St. L. I. M. « 
Sou. Ry. Co. : 

*5988—Humphreys-Godwin Co. vs. Yazoo & Miss. Valley R) 
Co. et al. 

*5998—Wickey & Sons Co. et al. vs. Mo. & Nor. Ark. R. |! 
Co. et al. ; 

*6018—City of Covington, Tenn., et al, vs. Ill. Cent. R. R. Co. 

January 28—Washington, D. C.—Special Examiner Gibson: 

*6246—Eastern Fruit Growers’ Assn. et al. vs. B. & O. R. I 
Co. et al. 
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January 28—Philadelphia, Pa.—Special Examiner Settle: 
*6023—Middletown Car Co. vs. P. R. R. Co. et al. 
*Il, & S. 320—Coal rates to Perth Amboy, N. J. 


January 28—New Orleans, La.—Special Examiner Smith: 
5907—C. W. Robinson vs. N. O. Gt. Nor. R. R. Co. et al. 
a enceene Orleans Cypress Co. vs. La. Ry. & Nav. Co. 

et al. 

Fated Orleans Board of Trade vs. La. Ry. & Nav. Co. 
et al. . 
6323—New Orleans Board of Trade vs. N. 0. & N. E. R. RB. Co. 

5544—Capital City Oil Co. vs. Tex. & Pac. Ry. Co. et al. 

January 28—Jackson, Miss.—Special Examiner J. E. Smith: 
5420—G. B. Merrill & Bro. vs. Sou, Ry. Co. et al. 
5913—-Meeds Lumber Co, vs. N. O. Gt. Nor. R. R. Co. et al. 
6032—Jackson Oil and Refining Co. vs. Sou. Ry. Co. et al. 
6109—-Meeds Lumber Co. vs. Ala. Gent. Ry. Co. et al. 
6116—Morrison Coal Co. vs. Ill. Cent. R. R. Co. et al, 


January 29—New Orleans, La.—Special Examiner Thurtell: 
Fourth Section Application Nos. 677 and 1766. 


January 29—Jackson, Miss.—Special Examiner Smith: 
6227—Hall & Legan Lumber Co. vs. Sou. Ry. Co. 
6311—H. C. Miller et al. vs. Ill, Cent. R. R. Co. et al. 
5648—Pine Belt Lumber Co. vs. Gulf & S. L R. R. Co. 


January 29—Memphis, Tenn.—Special Examiner Disque: 
*6148—J. A. Brittain vs. N. C. & St. L. Ry. Co. et al. 
*6149—Obion Hardware Co. et al. vs. C. I. & S. R. R. Co. et al. 
*6236—E. Sondheimer Co. vs. St. L. I. M. & S. Ry. Co. et al. 
*6169—Anderson Tully Co. vs. St. L. & S. F. R. R. Co. et al. 
January 30—Memphis, Tenn.—Special Examiner Disque: 
*6363—Anderson Tully Co. vs, St. L. I. M. & Sou. Ry. Co. et al. 
— Tully Co. vs. Yazoo & Miss. Valley R. R. Co. 
et al. 
*6341—Oliver-Pinnie Co. vs. Sou. Ry. Co. et al. 
*6368—Oliver-Pinnie Co. vs. L. & N. R. R. Co. et al. 


January 31—Albany, N. Y.—Special Examiner Settle: 
* 1. & S. 335—Marble rates from Vermont points. 


January 31—Vicksburg, Miss.—Special Examiner Smith: 
5481—E. J. Bomer and J. C. Bomer vs. Yazoo & Miss. Valley 
R. R. Co, et al. 
February 2—Cairo, [ll.—Special Examiner Disque: 
*6203—Sou. Lumber Co. vs. La. Ry. & Nav. Co..et al 
*6347—Clark Danforth Handle Co. vs, Ill. Cent. R. R. Co. 


February 2—New Orleans, La.—Special Examiner Thurtell: 
The following Fourth Section Applications: 

461—Alabama & Vicksburg Ry. Co. 

'542—Alabama Great Southern R. R. Co. 

8965—C. N. O. & T. P. Ry. Co. 
2045—Ill. Cent. R. R. Co. 
1952—L. & N. R. R. Co. 
1065—L. H. & St. L. Ry. Co. 
2138—-M. & O. R. R. Co. 
458—N. C. & St. L. Ry. Co. 
1548—Sou. Ry. Co. 
'2043—-Yazoo & Miss. Valley R. 
754—Louisiana Ry. & Nav. Co. 
4218—Mo. Pac. Ry. Co. 
4886-4907-4908—St. Louis Southwestern Ry. Co. 
3528—Missouri, Kansas & Texas Ry. Co. 
1950-1951—Kansas City Sou. Ry. Co. 

2636—Texas & Pacific Ry. Co. 
8671-3672—Missouri & North Arkansas R. R. Co. 
2388——-St. Louis & San Francisco R. R. Co. 


February 2—Owensboro, Ky.—Special Examiner J. E. Smith: 
‘§880—Drury Coal Co. vs. Ill. Cent. R. R. Co. 
6031—Owensboro Wagon Co. vs. Sou. Ry. Co. et al. 

February 3—Louisville, Ky.—Special Examiner Smith: 
6966—Sunny Brook Distillery Co. vs. Pa. Term. Ry. Co. et al. 


February 3—Louisville, Ky.—Special Examiner J. Edgar Smith: 
*6164—S, J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
*6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al. 
*6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 

*Fourth Section Application Nos, 1548 and 1952. 

February 4—Cincinnati, O.—Special Examiner Disque: 
*6219—B. Johnson & Son vs. L. & N. R. R. Co. et al. 
*6264—Dewey Bros. Co. vs. B. & O. S. W. R. R. Co, et al. 


DIGEST OF NEW COMPLAINTS 


No. 6357. R. E. Jones Co., Cannon Falls and elsewhere, Minn., 
vs. Chicago, Milwaukee & St, Paul R, R. et al. 

Against the interstate rates on hard coal between Duluth 
and Cannon Falls, Zumbro Falls and Kellogg as unreasonable 
and unjust. Ask for the intrastate rates between the points 
named as maxima on future shipments and reparation down 
to that basis. 

No. 6403. Guilford Foundry Co., Greensboro, N. C., vs. South- 
ern Ry. 

* Against a rate of $1.90 per net ton on C. L. shipments of 
sand, Richmond, Va., to Greensboro, N. C., as unjust and 
unreasonable and unjustly prejudicial. Ask for a rate not to 
exceed $1.40 per net ton as a maxima and reparation. 

No, 6404. Freight Bureau of the Merchants and Manufactur- 
ers’ Association, Birmingham, Ala., vs. Atlantic Coast Line 
et al. 

Against the all-rail rates from New York, Philadelphia and 
Baltimore to Birmingham as unjust, unreasonable and un- 
duly preferential and discriminatory. Cease and desist order 
asked for and the establishment of just and reasonable rates. 

No. + au City of Doerun, Ga., vs. Georgia Northern Ry. Co. 
et al. 

Alleges that the defendants violate the act to regulate com- 
merce in that they charge higher both class and commodity 


R. Co. 
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rates from territory and points of origin outside of Georgia 
to Doerun, than to Albany, Thomasville, Quitman, Valdosta, 
Boston, Moultrie and Fitzgerald, Ga. Demand reasonable and 
non-discriminatory rates. 

No. 6406. Jacksonville (Fla.) Machine Works vs. Central of Ga. 
and Atlantic Coast Line, 

Alleges imposition of an unreasonable charge on a ship- 
ment of machinery from Peru, Ga., to Jacksonville, Fla., 
through the imposition of a through rate in excess of locals, 
Demands a cease and desist order and reparation. 

No. 6407—Roessler & Hasslacher Chemical Co. New York vs. 
Chesapeake & Ohio et al. 

Alleges unjust and unreasonable rates on ferro silicon from 
Newport News to Vandergrift Pa. Demand maxima rates 
and reparation. 

No. 6408—Goodner-Malone Produce Co, et al., Muskogee and Mc- 
Alester, Okla., vs. Denver & Rio Grande et al. R 

Allege unjust, unreasonable and unduly discriminatory car- 
load rates on green fruits from Provo, Utah, to Oklahoma 
points. emand reasonable rates and reparation. 

No. 6409. W. J. Echols, et al., Fort Smith, Ark., vs. Ahnapee & 
Western et al. : 

Against a rate of 83 cents on cheese from Wisconsin poinis 
and 93 cents from Minnesota points to Fort Smith as unjust 
and unreasonable. Demand reasonable maxima rates and 
reparation. 


MINOR UNREPORTED OPINIONS 


Case No. 5224. Fullerton-Powell Hardwood Lumber Co. vs. 
Morehead & North Fork Ry. Co. et al. Decided Oct. 7, 1913. 
Reparation awarded in the sum of $33.26, account of misrouting 
on two carload shipments of switch ties from Clearfield, Ky., to 
Cadillac, Mich., via Toledo, O. 

Case No. 5555. Metropolitan Bending Co. vs. B. & O. R. R. 
Co. et al. Decided Nov. 3, 1913. Charges for the transportation 
of L. C. L. shipments of sawmill machinery from Canton, O., 
to Kelly, La., not found unreasonable and complaint dismissed. 

Case No. 5568. Herman H. Hettler Lumber Co. vs. Gulf & 
S. I. Ry. Co. et al. Decided Nov. 3, 1913. Complaint alleges 
unreasonable charges due to misrouting of a carload shipment 
of lumber from Collins, Miss., to Steubenville, Ohio, not shown 
by the record and complaint dismissed. 

Case No. 5665. Loewenberg & Going Co. vs. Ore.-Wash. R. 
R. & Nav. Co. et al. Decided Nov 4, 1913. Charges collected 
on L. C. L. shipment of cast iron stove reservoirs from Jef- 
fersonville, Ind., to Portland, Ore., not found to have been 
unreasonable and complaint dismissed. 

Case No. 5731. D. B. Scully Syrup Co. vs. P. R. R. Co. 
et al. Decided Oct. 13, 1913. Rates charged for the transporta- 
tion of refiners’ syrup, C. L., from New York, N. Y., Harsimus 
Cove, N. J., and Philadelphia, Pa., to Chicago, Ill., not found 
to have been unreasonable and complaint dismissed. 

Case No. 5793. ‘Continental Paper Bag Co. vs. C. & O. Ry. 
Co. et al. Decided. Nov. 4, 1913. Basing its claim upon the 
decision in Chamber of Commerce of Newport News, V4., vs. 
Sou. Ry. case, 23 I. C. C., 345, complainant seeks reparation on 
two carload shipments of wrapping paper from Newport News, 
Va., to Atlanta, Ga. Held: That upon the facts of record 
complainant is not entitled to reparation. Complaint dismissed. 

Case No. 5767. J. E. Williams vs. West Md. Ry. Co. et al. 
Decided Nov. 4, 1913. Reparation awarded in a sum to be here- 
after decided upon, account of unreasonable rates for the trans- 
portation of carload shipments of trolley ties from Purshall, 
W. Va., to Cuyahoga Falls, O. 

Case No. 5801. Tunis-Cockey Lumber Co. vs. A. C. L. Ry. 
Co. et al. Decided Nov. 4, 1913. Complainants’ allegation that 
defendants failed to comply with reconsigning orders on a car- 
load of lumber originally consigned from Bowden, N. C., to Cape 
Charles, Va., not sustained by the record and complaint dis- 
missed. 

Case No. 5803. Jas. S. Templeton & Sons vs. C. I. & 8S. R. 
R. Co. et al. Decided Nov. 4, 1913. Charges for the transporta- 
tion of shipments of grain in carload from Chicago, Ill, to 
Louisville, Ky., and of the product thereof from Louisville, Ky., 
to Viriginia points not found to have been unreasonable and 
complaint dismissed. 

Case No. 5955. John Gund Brewing Co. et al. vs. C. M. & 
St. P. Ry. Co. Decided Nov..4, 1913. Rates charged for the 
transportation of beer, C. L., from La Crosse, Wis.. to Tyndall, 
S. D., found to ‘have been unreasonable and reparation awarded 
in a sum to be hereafter decided upon. 


Case No. 4240. E. M. DuPre Co. et al. vs. B. R. & P. Ry. Co. 
et al. Decided Nov. 10, 1913. Reparation awarded in the sum 
of $4,276.20, account of unreasonable rates for the transportation 
of vegetables from Rochester. Albion and Appleton, N. Y., and 
rate points, to Columbia, 8S. C. 

Case No. 4982. Pacific Creamery Co. vs. Sou. Pac, Co. et al. 
Decided Nov. 3, 1918. Rate of 77%c per 100 pounds on tin cans, 
Cc. L., from Los Angeles, Cal., to Creamery, Ariz., not found 
unreasonable and complaint dismissed. 

Case No. 4064. Spokane Drug Co. vs. Gt. Nor. Ry. Co. De- 
cided Oct. 7, 1913. Complainant’s allegations that a rate of 69c 
per 100 pounds on epsom salts, C. L., from Oroville, Wash., to 
Spokane, Wash., shipped through British Columbia, and that 
class and commoditY rates between points on the Marcus 
division of the defendant’s railway are unreasonable, not sus- 
tained by evidence submitted and complain dismissed. 

Case No. 5993. Churchhill Grain and Feed Co. vs. West 
Shore R. R. Co. et al. Decided Dec. 1, 1913. Reparation awarded 
in the sum of $14.50, account of misrouting carload shipments 
of wheat from Clarence, N. Y., to Provincetown, Mass. 

Case No, 5660. French Battery and Carbon Co. vs. L. S. & 
M. S. et al. Decided Oct. 10, 1913. Reparation awarded in the 
sum of $160.52, account of unreasonable rates for transporta- 
tion of manganese ore, carload, from Elyria, Ohio, to Madison, 
Wis. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


— es 


WESTERN CLASSIFICATION COMMITTEE, 


R. C. Fyfe, Chairman, W. E. Prendergast, H. C. Bush. 

The -Western Classification Committee will on the 
date and at the hour named in connection with each 
subject named below take up and consider the following 
applications for changes in ratings, rules, ete., in Classi- 
fication No. 52. Interested parties desiring to appear 
and present arguments on these subjects will be heard, 
at the hour named, in the Committee’s conference room, 
No. 1875 Transportation Building, 608 South Dearborn 
St., Chicago. 

Interested parties who cannot appear in person may 
present written arguments which should contain full in- 
formation as to packing, values, weight, value per cubic 
foot and possible loading per 36-foot car. 


MONDAY, JANUARY 5, 1914. 


Docket No, 1—10:00 A. M.—Music Records, Pianos, Piano Har- 


ness and Covers. 

Item 9, Page 199, Classification No. 52—Amend to read: 
Music records, metal or paper, perforated, in wooden boxes or 
in fibre boxes, when shipped inside pianos, or piano benches, 
L. C. L., first class. Music records, metal or paper, perforated, 
in mixed carloads, with pianos or organs, C. L., minimum weight 
10,000 pounds, subject to Rule 6B, second class. 

Item 27, Page 197, Classification Ne. 52—Harnessed pianos, 
Cc. L., request is made to provide for the alternate use of cleats 
or braces 2x4 inches, made of hardwood lumber, in addition to 
the 1x6 inch material now provided for in the specifications for 
loading harnessed pianos. 

Item 16, Page 100, Classification No. 52—Amend to read, 
piano harness, rubber covers and tarpaulins, returned, fourth 
class. 


Docket No. 2—11:00 A. M.—Railway Signal Apparatus. 

Cancel Item 4, Page 235, Classification No. 52, reading as 
follows: ‘‘Semaphore material, iron, L. C. L., fourth class, C. L., 
minimum weight 36,000 pounds, fifth class,’”’ and substitute 
therefor the following: Train order signal material, K. D. 
(electrical or mechanical interlocking plants or block signal 
systems), with or without batteries, mechanical apparatus, in 
boxes or crates, other parts in packages or loose, C. L., mini- 
mum weight 30,000 pounds, class A. 


Docket No. 3—2:00 P. M.—Gas Meters. 

Application to Change Item 11, Page 194, Classification No. 
52, to read: Gas meters, cast iron, in boxes or crates, L. C. L., 
third class. Present rating, first class. 


Docket No. 4—2:30 P. M.—Gasoline and Electric Locomotives. 


Petition by Manufacturers for Amendment to Item 29, Page 
233, Classification No. 52, as follows: Locomotives, electric, 
S. U., L. C. L., second class. Locomotives, gasoline, S. U., L. C. 
L., second class. 


Docket No. 5—3:00 P. M.—Annato Seed. 


Petitioner requests that Item 15, Page 241, Classification 
No. 52, be amended to read as follows: Annato seed, in bags, 
L. C. La, second class. Present rating, first class, in bags, bar- 
rels or boxes. . 

Docket No. 6—3:00 P. M.—Wooden Rules. 

Petitioner requests that [tem 18, Page 261, Classification No. 
52, Rules, be amended to read as follows: Rules, wooden, in 
boxes, L. C. L., third class. Present rating, second class. 


Docket No. 7—3:00 P. M.—Live Stock, covering Buffaloes. 


Request is made that the following provision be made under 
the heading of Live Stock or Buffaloes: Live Stock—Buffaloes, 
value declared by shippers not to exceed $100 per head, and so 
stipulated in contract, L. C. L., estimated weight 3,000 pounds 
each (see Note), first class. C. L. minimum weight 30,000 
pounds (see Note), Class A. Note—Where the declared value 
exceeds $100 per head an addition of 10 per cent will be made 
to the rate per 100 pounds, or per car, for each 100 per cent, or 
fraction thereof, of additional declared valug per head. Animals 
exceeding in value $800 per head, or when no value is given, 
subject to regulations and rates in tariffs of the individual 
carriers. 

Docket No. 8—3:30 P. M.—Lead Washers. 


Petition for the addition of carload entry to Item 6, Page 
275, Classification No. 52—Lead washers, in boxes, C. L., mini- 
mum weight 40,000 pounds, at fifth class rating. Lead washers 
are now rated third class, any quantity. 

Docket No. 9—4:00 P. M.—Leather Belting. 


Application is made for the following change in Item 12, 
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Page 82, Classification No. 52—Leather belting, in burlapped rolls, 
L. C. L., second class. Present rating on belting, leather, cotton 
or rubber, in rolls, L. C. L., first class. 


Docket No. 10—4:00 P. M.—Floor Sweeping Compound. 

Application is made for the following additional entry under 
Item 8, Page 133, Western Classification No. 52—Floor sweeping 
compound, in jute bags with oiled paper lining, L. C. L., fourth 
class. At present not provided for in bags, except by application 
of Rule 8, account undesirability of the package. 


TUESDAY, JANUARY 13, 1914. 


Docket No. 12—10:00 A, M.—Agricultural Implements. 
Agricultural Implements, Hand. 


Present Proposed 
Rating. Rating. 
Fertilizer Distributors, wheeled, loose, L. vs Not D-1 
In boxes or crates, L. C. I provided 1-% 
In packages or loose, C. I., min. wt. 24,000 Ibs. for. 3 
Also to be added to the Hand Agricultural 
Implement List. 


Agricultural Implement Parts. 
Present Proposed 
Rating. Rating 
Weeder Blades, iron or steel, wired in bundles, 
L, CL 
In barrels, boxes or. crates, L. C. 
In packages or loose, C. L., min. wt. 36,000 Ibs. 
Minimum weight of present rating, 24,000 Ibs., 
of proposed rating, 36,000 Ibs. 
To be included under heading of Agricultural 
Implement Parts, Other Than Hand. 


Agricultural Implements, Hand. 
(Item 2, Page 60, Classification 52.) 
Present Proposed 
Rating. Rating. 
Cultivators, Drills, Hoes,-Mulchers, Plows, Rakes, 
Seeders or Weeders, separate or combined, 
wheeled, K. D., handles in bundles, other parts 
in boxes or crates, L. C. 
Garden Plows, C. L. 
(Item 2, Page 60, Classification 52.) 
Petitioner requests reduction in minimum weight 
from 24,000 Ibs. to 20,000 Ibs. No change in 
rating. 
Cultivators, Drills, Hoes, Mulchers, Plows, Rakes, Seeders or 
Weeders, Separate or Combined, Wheeled. 
(Item 2, Page 60, Classification 52.) 
Present Proposed 
Rating. Rating 
U., loose, L. C. D-1 D-1 
S. U., in boxes or crates, L. C. 1-% 1-% 
K. D., flat in bundles, L. C. 1 
K. D., handles in bundles, other parts in boxes 
or crates, L. 
K. D., in boxes or crates, L. 


Cultivators, Drills, Hoes, Mulchers, Plows, Rakes, Seeders or 
Weeders, Separate or Combined, Wheeled. 
(Item 2, Page 60, Classification 52.) 
Present Proposed 
Rating. Rating. 
. U., loose, L, C. D-1 D-1 
. U., in boxes or crates, L. C. 1-% 
K. D., flat in bundles, L. C. 1 2 
K. D., handles in bundles, other parts in boxes 
or crates, L. C. 2 
K. D., in boxes or crates, L. ‘ 2 


Cultivators, Drills, Hoes, Mulchers, Plows, Rakes, Seeders or 
Weeders, Separate or Combined, Wheeled. 


(Item 2, Page 60, Classification 52.) 
Petitioner requests second class, L. C. L., on Cul- 
tivators, Hoes and Plows, entirely taken apart, 
handles in bundles or crates, and also on Drills, 
viz., handles, hoppers, front wheels, front wheel 
supports, markers, coverers, furrow openers 
and handle braces removed and packed in and 
around the drive wheel frames and feed boxes 
which are not taken apart. 


Agricultural Implements, Hand. 


Ss. 


9 
, 


(Item 19, Classification 52, Page 59.) 
Present Proposed 
Rating. Rating. 


Broadcast Seeders, in barrels or boxes, L. C. L.. 1 
In barrels or boxes, C. L., min. wt. 24,000 Ibs.. 
(Item 20, Page 59, Classification 52.) 
Corn Huskers, in boxes, L. C. I 
In boxes, C. L., min, wt. 24,000 Ibs............ 
(Item 4, Page 60, Classification 52. 
Cutters, Seed Potato, in boxes, bundles or crates, 
L. Cc. L. 
In packages named, C. L., min. wt. 24,000 Ibs. 


(Item 5, Page 60, Classification 52. 
‘fanning Mills. 
(Item 6, Page 60, Classification 52.) 
Feed and. Ensilage Cutters. Petition requests 
that Fanning Mills and Feed and Ensilage 
Cutters, as described in Items 5 and 6, Page 60, 
be permitted to mix with Agricultural imple- 
ments, Hand, rated third class, minimum weight 
24,000 Ibs., straight or mixed C. L., and that 
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Item 10, Page 61, Classification 52, be so 
amended. 
Post Hole Augers, 


Mattocks, Lawn 


Post Mauls, Pruners, Picks, 
Mowers. Petitioner requests 
that these items be transferred to the Hand 
Agricultural Implement List and added to the 
mixed carload rating, Item 10, Page 61, Classi- 
fication 52. 
(Item 16, Page 60, Classification 52.) 
Knives, Corn, Cane or Hay, in double burlapped 
or straw roped bundles, amend to read, in 
bundles with cutting edges protected....No change in present 
first class rating 
Hand. 


(Item 21, Page 59, Classification 52; Items 1, 2 3 and 5 to 19 
inclusive, Page 60, Classification 52; Items 1 to 10 inclusive, 
Page 61, Classification No. 52.) 

Petitioner requests that Hand Agricultural Im- 
plements now rated at third class in straight 
carloads or in straight or mixed carloads be 
rated Class A, minimum weight 24,000 Ibs., in 
straight carloads or in mixed carloads. 

Implements, Hand, and Agricultural 
Other Than Hand, Mixed Carloads. 

Petitioner requests that Agricultural Implements, 
Hand, be permitted in mixed carloads with 
Agricultural Implements, Other than Hand, 
at Class A, minimum weight 24,000 Ibs. 

Agricultural Implements, Other Than Hand. 
(Item 1, Page 63, Classification 52.) 

Power, K. D., but carried 

convenience of car- 


Agricultural Implements, 


Agricultural implements 


Cutters, 
wheels for 


Ensilage 
mounted on 
riers, L. C. L. 

Petitioner requests second class rating when pre- 
pared for shipment as follows: Front wheels 
and axle, extension feed table and gears re- 
moved and packed in bundles, machine body 
mounted on rear wheels for convenience of 
carriers. 


First class 


Present Proposed 
Rating. Rating. 
(Item 1, Page 64, Classification 52.) 

Hay Carriers, iron or steel or iron or steel and 
wood combined, in bundles, L. C. 

In barrels, boxes or crates, L. C. 

Hay Press Lifting Jacks Petitioner requests 
that Lifting Jacks be added to list of Agricul- 
tural Implements, Other than Hand, viz.: 
Loose, L. C. 
Loose, C. L., 

*Present Rating: 
indexed by name. 


Parts for Agricultural Implements, Other Than Hand. 


ee eer 
Machinery, not otherwise 


OZ.) 

Present Proposed 
Rating. Rating. 
Castings, Agricultural Implement, not otherwise 

indexed by name, etc., each weighing less 

than 50 Ibs., loose, L. C. 

Each weighing 50 Ibs. or more, loose, 

In bundles, L. C. L.. 

In bags, barrels or boxes, L. C. L 
Amend to. read: Weighing each less than 

lbs., loose, or in bundles weighing less than 

50 Ibs., L. C. 

Weighing each 5 lbs, or over, loose, 

bundles weighing 50 Ibs. or over, L. 

In bags, barrels or boxes, L. C. 

In barrels with burlap tops, L. C. 

In barrels without tops, L. C. 


Parts for Agricultural Implements, Other Than Hand. 


(Item 6, Page 67, Classification 


(Item 2, Page 70, Classification 52.) 
Disc Harrow Ball Boxes and Spools. Petitioner 
requests third class, in boxes, L. C. L., and 
that same be added to Item 10, Page 67. Pres- 
ent rating: First class. 
Fertilizer Distributer Attachments for Grain or Seed Drills or 
Planters. 
(Item 1, Page 68, Classification 52, 
Present Proposed 
Rating. tating. 
crates, Il. J ] 3 


Not Otherwise 


In boxes or 


Wheels, Implement, 


Name. 


In pkgs. or loose, C. L., min. wt. 24,000 Ibs. 

Petitioner requests that Agricultural Implement 
Wheels be permitted to mix with Agricultural 
Implements, Other than Hand, in carloads, 
and when so shipped to be rated at 


Agricultural Indexed by 


Sprayers. 
(Items 7, 8, 9 and 10, Page 247, Classification No. 52.) 

Petitioner requests that these items be-~ trans- 

ferred to the Machinery list and be permitted 

to mix with Gasoline Engine and Power Pumps 

at Class A rating. 
Petitioner requests these items be transferred to 

the Agricultural Implement list. 


Power Pumps, With or Without Power. 


Petitioner requests that they be added to Item 6, 
Page 66, with “Agricultural Implements, Other 


‘ 
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than Hand, and Agricultural Implement Parts, 
taking Class A, minimum weight 24,000 Ibs.’’ 
Grain Baggers. 
(Item 8, Page 150, Classification 52.) 
Present Proposed 
Rating. Rating. 
In boxes, bundles or crates, any quantity... 2 
Petitioner requests that Corn Sheller Sacking 
Elevators be added to list of Agricultural Imple- 
ments, Other than Hand, viz., Elevator gear- 
ing, protected by crating, spouts detached, 
loose, L. C. 
Cc. L., as prescribed for L. C. L. 
min wt, 24,000 Ibs 


shipments, 


IRON FURNACE COMPLAINT 


A short and exceptionally satisfactory hearing was 
had before Examiner Prouty on Monday morning on the 
complaint of the Low Moor and other Virginia iron fur- 
naces against the Chesapeake & Ohio and other carriers 
engaged in transporting their pig iron to markets north 
of the Potomac via the Hagerstown, Potomac Yards and 
Norfolk gateways and particularly through the two first 
mentioned. 

The hearing came to an end after three witnesses 
had been on the stand, because there was a general un- 
derstanding between the attorneys that the complainants 
do not attack any part of the through rate other than 
the specifics by which the Pennsylvania, Baltimore & 
Ohio and their connections divide the through rate. Frank 
Lyon, attorney for the complainants, said that the origi- 
nating carriers, the C. & O. and the N. & W., are not 
blamed, because the revenues they get from the pig iron 
from Virginia furnaces are no greater than the earnings 
on pig iron from other furnaces in the South. 

The complainants’ witnesses were W. W. Hearne of 
Philadelphia and Phillips Isham of New York, sales agents 
for pig iron. The former is also president of the Princess 
Furnace, one of the complainants. E. P. Bates, assistant 
general traffic manager of the Pennsylvania, was the only 
witness for the defending northern lines. 

The complainants’ witnesses were put on the stand 
to show the disadvantages under which they labor in 
their efforts to sell Virginia iron in the northeastern mar- 
ket, taking Philadelphia and New York as typical points, 
because of the higher rates they have to pay than on 
iron from Pittsburgh, Emporium, Saxton and Punxsutaw- 
ney, Pa., Youngstown and Buffalo. 

Lyon put in an exhibit showing ton-mile rate from 
Virginia furnaces on distances from 250 to 750 miles to 
average 7.9 mills, while from all other furnaces to the 
same points the average is 5.6 mills. 

He tried to induce Mr. Bates to admit, in one form 
or another, that the Pennsylvania’s policy is to favor 
furnaces on its own lines, and that therefore it insists 
upon exceptionally high specifics on iron crossing the 
river from the south. Mr. Bates said that so long as 
the present adjustment exists between northern and 
southern roads, he could not see any justification for the 
Pennsylvania taking any less on pig iron than it does. 
Mr. Lyon, in nearly every question, brought in the fact 
that the specifics insisted upon result in giving the Penn- 
sylvania and other northern roads double the earnings 
that accrue to the southern lines. 

W. S. Bronson, for the C. & O., and C. J. Rixey, for 
the N. & W., H. W. Biklé, for the Pennsylvania, Lyon 
and D. D. Hull, the last mentioned the general counsel 
for the Virginia furnaces, reached the agreement before 
mentioned, when Mr. Bates had finished his testimony as 
to the history and justification for the specifics against 
which Messrs. Lyon and Hull are directing their fight. 
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PERSONAL 


J. L. Baker has been appointed freight soliciting 
agent Southern Railway at Tampa, Fla., vice T. D. Mul- 
laly, promoted to commercial agent at Jacksonville. 


F. E. Harrison has been appointed commercial agent 
Southern Railway at Charleston, S. C., vice L. M. Ainsley, 
resigned to engage in other business. 


W. E. Chambers has been appointed assistant gen- 
eral freight agent Louisville, Henderson & St. Louis at 
Louisville, Ky, 


Elias Bernstein, who was recently awarded ‘first 
prize in an essay contest on “How a Ticket Agent Should 
Handle an Undecided Inquiring Caller,” has been ap- 
peinted night ticket agent of the Baltimore & Ohio, at 
1276 Broadway, New York City. 

F. E. Baird has been appointed freight traftic man- 
ager Pittsburg & Lake Erie, with headquarters at Pitts- 
burgh. He was formerly general freight agent. J. W. 
Styers, assistant general freight agent, succeeds Mr. 
Baird, and H. L. Baird has been appointed assistant 
general freight agent, succeeding Mr. Styers. 


C. P. Bowsher, formerly traveling freight agent, has 
been appointed commercial agent of the Missouri, Kan- 
sas & Texas at Louisville, Ky., succeeding J. M. Whit- 
ford, assigned to other duties. 

J. K. Kenly, third vice-president of the Atlantic 
Coast Line, was elected president on December 18, to 
succeed T. M. Emerson, deceased. 

A. G. Norris has been appointed division freight 
agent of the Sunset Central lines of the Southern Pacific 


J. H. Young, president of the Spokane, Portland & 
Seattle, has resigned. 


J. W. Thomas, Jr., president Nashville, Chattanooga 
& St. Louis Railway, died at his home in Nashville on 
December 17 of pneumonia. He was the son of the late 
Major J. W. Thomas, former president of the road. He 
was born in Murfreesboro, Tenn., in 1856. His course of 
training fitted him to become one of the most efficient 
railroad men of recent times. After graduating from 
Vanderbilt College he entered railroad service in 1878, 
and for the next three years was a locomotive engineer 
on the Nashville, Chattanooga & St. Louis. In the suc- 
ceeding two years he was a trainmaster; for two more 
years, engineer, conductor, operator and office man; for 
three years, to 1889, purchasing agent and secretary to 
the president and general manager. For the next ten 
years he held the positions of assistant general manager 
and purchasing agent, becoming general manager in 1899. 
In 1906 he advanced to the presidency of the road, hold- 
ing also the position of general manager. 


A. E. Sinclair has been appointed traveling freight 
agent International & Great Northern Railway, head- 
quarters San Francisco, Cal., vice R. C. Melvin, resigned. 


John L. Greenwood has been appointed traveling 
freight agent International & Great Northern Railway, 
headquarters Los Angeles, Cal., vice Charles K. Bleck, 
resigned. 

B. C. Prince has been appointed assistant to vice- 
president (in charge of traffic), Seaboard Air Line, with 
office at Norfolk, Va. 

J. T. Conley has been appointed general freight agent, 
Chicago, Milwaukee & St. Paul, with office at Chicago, 
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vice W. E. Prendergast, resigned to become a membe 
of the Western Classification Committee. 


D. W. Pontius has been appointed traffic manager 0 
the Visalia Electric Railroad Co., with headquarters a 
room 768 Pacific Electric Building, Los Angeles, Cal. 

F. E. Otis has been appointed assistant general 
freight agent, Chicago, Milwaukee & St. Paul, with offic 
at Minneapolis, Minn. Effective Jan. 1, iv14. 


RECENT EXECUTIVE ELECTIONS 


FREDERIC A. DELANO 


Frederic A. Delano, former president and one of the 
receivers of the Wabash Railroad, was on December 2: 
elected president of the Chicago, Indianapolis & Louisville 
Railway Co., known as the Monon, to succeed Fairfax 





FREDERIC A. DELANO, 
President, Monon Route. 


elected president of the 


Harrison, who was recently 
Southern Railway Co. 

Mr. Delano became president of the Wabash in 190 
He was born in 1863 in Hongkong, China, and is a grad 


ate of Harvard University. He served the C., B. & © 
for many years as superintendent of Chicago terminals, 
superintendent of motive power and general manager 
He was made receiver of the Wabash in 1911. 

Mr. Delano has served as a receiver of the Wabash 
with T. B. Pryor and W. K. Bixby for the last two yeas 
under appointment of Judge Elmer B. Adams of tlie 
United States Circuit Court of Appeals. No successor 
will be appointed, Bixby and Pryor continuing to admi‘- 
ister the receivership. 

In his letter to Judge Adams, Mr. Delano stated tht 
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45 Kron Seales installed in one station of the 


AMERICAN EXPRESS CO. 


After testing four Kron Scales in hard daily usage at one of its stations 
for one year, the American Express Company—satisfied with the perfect 
service—installed 45 Kron Scales in its station at 10th Ave., 32nd to 33rd 
Sts., N. Y¥. City. The Kron Scales met all demands for hard, exact, and 
quick service, 


Replace slow, uncertain weighing with instant, exact weighing 


You can weigh at least three times faster, and more accurately, with a Kron Scale than 
with a beam scale—because there are no “loose weights” or “sliding counterpoises” to han- 
die. As soon as a load is placed on a Kron Scale platform, the correct weight is indicated 
on the dial. Time and money are saved—the scale pays for itself. 


Ofily one operation is required with a Kron Scale— 


“Load and Look” 


It weighs in rapid succession, without readjustment. From 1 Ib. up to the full capacity 
of the Scale, the pointer quickly indicates the exact total weight. You can be certain that 
you are getting correct weights, because the indicator returns to zero after each load is 
removed, proving automatically, perfect balance. 


We can furnish the-Kron Attachment, for connection to beam scales, where the plat- 
form mechanism of such scales is in serviceable shape. This enables a company to in- 
crease the efficiency of their present scales without sacrifice of usable equipment. 


We will be glad to send you our new catalogue on request. No matter how hard a 
service you require, there is a Kron Scale, either dormant or portable type, to fit your 
needs. Write to-day. 


American Kron Scale Co. 
39 Cortlandt Street, New York 
Western Representative: Spencer Otis Co., Railway Exchange Bidg., Chicago, III. 


As a Friend of THE TRAFFIC WORLD, piease Mention the paper in writing to advertisers. 
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“the program of necessary improvement and betterment 
undertaken at an early stage of the Wabash receivership 
has been substantially completed to the point allowed 
by the court as meeting just public necessities and re- 
quirements, and in view of the likelihood that proceed- 
ings pending before you will be carried to an early ter- 
mination, I have felt that my withdrawal from the prop- 
erty at this junction will not work detriment to these 
interests.” 

After accepting the resignation Judge Adams issued 
a statement expressing his personal regrets that Mr. 
Delano should have felt compelled to resign. He referred 
to Mr. Delano as an “honest, faithful and efficient public 
servant,” and declared the court would greatly miss his 
assistance and counsel in the further administration of 
the road’s affairs. 


THOMAS M. SCHUMACHER 


Thomas M. Schumacher was elected chairman of the 
board of directors of the Chicago, Rock Island & Pacific 


THOMAS M. SCHUMACHER, 
Chairman of Board, Rock Island System. 


Railway and also chairman of its executive committee 
at a meeting in New York City October-29. He formerly 
had his headquarters in Chicago, 1906-09, where he acted 
as general traffic manager of the railroads and industrial 
companies controlled by Phelps, Dodge & Co, of New 
York. He was appointed assistant director of traffic of 
the Union and Southern Pacific systems, May 1, 1910, 
and continued in that capacity until Dec. 1, 1910, when 
he was made traffic manager of the American Smelting 
& Refining Co. and its allied concerns. He subsequently 
was elected vice-president of the El] Paso & Southwestern 
system, which position he left to take up his work with 
the Rock Island. Mr. Schumacher was born Feb. 16, 1862. 
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ORDERS IN EXPRESS CASES 


The Commission has ordered that the order of June 
8, 1912, as modified by the order of July 24, 1913, be so 
further modified as to provide that any express company 
respondent in the above-entitled cases may at its option 
discontinue the use of the driver’s label and the waybill 
label, the use of which is prescribed in said order, and 
may substitute therefor one label that shall contain spaces 
for the insertion of all the information previously ordered 
to be inserted in the two labels. Provided, however, that 
sample of such substitute label be submitted to the Com- 
mission for approval and shall not be used until approval 
is obtained. Also provided, that such of the respondent 
express carriers as take advantage of the permission shall 
issue printed instructions to their drivers and other em- 
ployes defining in exact terms the duties to be performed 
in connection with the use of such substitute label, and 
that the printed instructions be submitted to the Com- 
mission for approval before becoming effective. 

Also, that the order of June 8, 1912, as modified by 
the order of July 24, 1913, be so further modified as to 
permit express companies to comply with the requirements 
of the law as to posting tariffs in the case of the direct- 
ory of collection and delivery limits at express stations, 
designated as I. C. C. No. A-4, issued by F. G. Airy, agent, 
and in the case of such tariffs supplemental and amend- 
atory as may hereafter be issued, by posting, in the man- 
ner prescribed by law, complete copies of the tariff in 
offices maintained at the capital of each state, and at 
as many principal commercial cities in each state as are 
enumerated in a list attached to the order, which covers 
from one to three cities in each state in addition to the 
capital; and that the express companies may post, in 
the manner prescribed by law, at each express office 
maintained by it other than those at which complete 
tariffs have been posted, an abridged tariff containing 
only that section of the complete tariff pertaining to the 
state in which such express office is located; and that 
express companies shall in the abridged tariff publish a 
list of the stations where the complete tariff is filed. 


ADVISES ON TRAIN CONTROL 


In compliance with the provisions of the sundry civil 
appropriation bill authorizing and directing the Commis- 
sion to consider and report on the use and necessity for 
block signals and automatic train control devices, the 
Commission has issued a circular of advice to those who 
have signals or systems of train control and wish to 
have them examined and reported upon by the Com- 
mission. 

Plans and drawings are to be submitted to the Com- 
mission for retention in its files, so originals should not 
be sent, nor should inventors or owners of devices send 
anything concerning them in advance of their passage 
through the patent office, because the Commission can- 
not undertake to conserve the rights of any inventor or 
owner. 

After the plans have been examined and a report 
made thereon to the person submitting them, arrange- 
ments for tests will not be made until examination dis- 
closes the necessity or desirability for them. Then the 
appliance must be installed and operated without expense 
to the government, the appropriation of $25,000 being 
wholly for the employment of persons who can make 
intelligent examinations and tests. 
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ABITA SPRINGS COVINGTON MANDEVILLE 


yEW ORLEANS GREAT NORTHERY p p 


“OZONE ROUTE” 
SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THE 


NORTH, EAST, SOUTH ano WEST ano FOREIGN 
PORTS vu NEW ORLEANS, “fanima CANAL” 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. MCMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 


UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any Amesicas 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia—Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mezico. Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railwa 

AT PUERTO BARRIOS — for + aieeiianitalin City and other 
points on the Guatemala Railway. 


q The opening of the CANAL will see the greatest changes in 
the commercial routes of the world that have ever been known, 



























Who Uses Revolvators? 


Revolvators or portable tiering machines are used in 
hundreds of representative plants all over the country for 
stacking bales, boxes, etc., in warehouses or for loading 
them into cars. Here are ‘a few concerns who use them, 
some having as many as a half dozen: 






































and every Traffic Man owes it to himself to see it before the Standard Oil Company Burrows Adding Machine 
water is turned in. American, Tobnece 65. Aserioan @ank Note Oc, 

q Take one of the big air-cooled steamers of our GREAT National Biscuit Co. — General Elec. Co 
WHITE FLEET this winter and go to Panama. You will Eastman Kodak Co. Westinghouse Elec. & Mfg. Co. 








enjoy every moment of the trip. Do you believe any of the above concerns would buy 
Revolvators if they did not find them great money and 
time savers? Write today for catalog T. W. 18, “‘Scien- 
tific Tiering,’’ and find out why so many representative 
firms use Revolvators. 


N. Y. Revolving Portable Elevator Co. 
364 Garfield Ave. 16.4 Jersey City, N. J. 













Our tllustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 










M. HARTMANN, Western Passenger Agent 
444 Commercial National Bank Building, Chicago, Ill. 
131 State S mootne New York, N.Y 
ore, Md. 


17 Ba 
Pier 5 North 100 inletphia, Pa. Pier Frat St 
426-63 Common Street, New Orleans, La 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. —TTHE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


TRAILERS FOR MOTOR TRUCKS 


For the past eight years the Troy Wagon Works Co., 
Troy, O., has been extensively engaged in the manufac- 
turing of trailers for use behind steam tractors on country 
roads and has met with very marked success in this 
field. For the past two years the company has been 
making extended and expensive experiments to adapt the 
propusition to the modern motor truck. The results are 
covered in a circular from which the following statements 
are taken: 

The first problem was to determine whether or not 
it is practicable to use trailers behind motor trucks, that 
is, whether the average truck would be able to pull one 
or more trailers under the various conditions which would 
arise in actual use. To secure the information necessary 


a 


Trailers for Motor Trucks—White Truck and Troy Trailer Going 
Under Chute for Sand. 


in this confection, the tests made were very thorough and 
exhaustive. 

The conclusion reached was that the average truck 
loaded to its rated capaeity, in addition to carrying its 
rated load, develops a draw-bar pull equal to about one- 
half its rated load. For example, a truck rated three 
tons capacity will develop a draw-bar pull of about 3,000 
pounds. A team of horses will develop a maximum sus- 
tained draw-bar pull equal to 25 per cent of their weight, 
yiz., a team weighing 3,000 pounds can develop about 
750 pounds draw-bar pull. 

It was estimated from the .tests that the draw-bar 
pull required to move a ton of material varies from 50 
pounds on a city brick street to 150 pounds on a hard 
¢ountry road, no grades of consequence considered. Fur- 
ther variations are in proportion to grades, road condi- 
tions, etc. It was shown that on average roads with 
average grades, an average draw-bar pull of about 250 
pounds per ton of live load moved on a properly con- 
structed vehicle was a conservative conclusion. On this 


basis, an average three-ton truck will pull 10 tons live 
lead in addition to the rated load on the truck proper; 
that is, the draw-bar pull of the average truck equals 
that of three 3,000-pound teams. 

It being established that an average motor truck 
could develop the tractive power to take care of a trailer 
or trailers, the next step in the investigation was to find 
just what, if any, advantages would be obtained by the 
use of the trailer. 


The efficiency of sakaneninaeee is in proportion 
to its ability to deliver mate cheaply. In other words, 
the question to be determined was, whether by the use 
of trailers the truck could deliver a ton of material at 
a lower cost than it could without trailers, and whether 


or not a satisfactory, dependable trailer could be pro- 
duced? 


Trailers for Motor Trucks—Unloading Gravel—Weight of Load 
on Trailer, 10.400 Pounds. 


In each case of trailers used, the trailer plant was 
three times the number being pulled—one-third of plant 
at loading point, one-third in transit and one-third being 
unloaded, thus keeping the motor in constant motion. 

Table 1 shows conclusions reached from actual] tests 
in tons delivered, comparing teams with motor alone, 
with motor hauling one trailer, and motor hauling two 
trailers. 

TABLE 1—DAILY TONNAGE DELIVERED. 


Length of Haul. 


One Wagon. 
Hauling 
One Trailer. 


One Team 


to Motor Hauling 
Two Trailers 


Motor 
DO 
oranm 
ooooo 


a 
= 


70 
Table 2 indicates ton-mile cost for various outfits, and 
shows a remarkable economy by use of trailers. 
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A NEW SERIES OF 


Books for the Traffic Man 


FREIGHT CLASSIFICATION, by E. R. Dewsnup, Professor of 
Railway Administration, University of [Illinois, is an able 
treatise. It covers the application of classifications and ex- 
@ptions, the principles of classification and rate-making and 
uniform classification. A unique feature is the appendix con- 
taining information never before appearing in any one pub- 
lication 


ROUTING FREIGHT SHIPMENTS is the work of J. F. Morton, 
Assistant Traffic Director of the Chicago Association of Com- 
merce. The principles to be considered in making a shipment 
are discussed, and concrete examples show why many methods 
in common use fail to attain the desired results. 


REDUCING FREIGHT CHARGES TO A MINIMUM, by J. F. 
Strombeck, of the Strombeck-Becker Manufacturing Company, 
is a practical presentation of the freight claim question. 
author treats the subject under the four general heads: 

ing Freight, Description and Classification of Freight, Weights 
and Miscellaneous Ways of Reducing Freight Charges. 


FREIGHT CLAIMS, by W. A. Trimpe, a Chicago lawyer for- 
merly coumemnee with one of the largest firms handling freight 
claims in the ountry, sete out in concrete form the proper 
methods for caneias claims It shows clearly how to file the 
different kinds of claims in a way to cause the carrier no un- 
necessary work and at - same time secure prompt and satis- 
factory adjustment, and every step in the handling of the 
claim from the industrial man’s standpoint is clearly set forth. 

These books form in part the basis of our course of instruc- 
tion by correspondence in Interstate Commerce and Railway 
Traffic They are practical, accurate and helpful 


Write to-day for free illustrated book and full information. 


Department 546, 


LASALLE EXTENSION UNIVERSITY 
CHICAGO 


SAVE MONEY ON 


SHIPMENTS to CLEVELAND 
THE ONLY WAY 


To Obtain 


Lowest Cartage Charges, Quickest and Most Con- 
venient Delivery, Best Through Routing 


is to have actual and positive knowledge of the 
layout of the city, and location of its industries, 
and carriers’ facilities. This information is 
provided in 


THE RAILROAD AND INDUSTRIAL 
MAP OF CLEVELAND 


Compiled by D. F. HURD, 
Traffic Commissioner, Cleveland Chamber of Commerce 


A complete, authoritative, practical traffic 
map. A limited number of copies of this map 
have been obtained for distribution among its 
subscribers by The Traffic World. Please 
order at once. 


On bond paper, size 36x5C scale 24% inches o the mile 
price $1.50. On linen-back paper, $2.50 


THE TRAFFIC WORLD, 418 So. Market St., Chicago 


‘THE TRAFFIC WORLD 


The Traffic World’s 


Free Commercial Service 


The Traffic World has 


been impressed with the dif- 
ficulties which confront the man 
called upon to make an investiga- 
tion of technical problems involv- 
ing the possible purchase of equip- 
ment or supplies which will add to 
the efficiency of the traffic or 
transportation department. 


It often happens that some one 
firm may have just the device, or 
information needed, but through 
being unknown to the person mak- 
ing the search, his inquiries will 
never receive a satisfactory answer. 


The Short Haul Department will 
answer many such questions as 
naturally arise. The advertising 
pages will answer others. But we 
are now prepared to supply the 
demand for 


A Broader Service--Free 


The Traffic World will endeavor 
to put any person who places an 
inquiry with this department, under 
his business letterhead, in touch 
with individuals or firms best able 
to answer questions on the follow- 
ing subjects: 


Motor Track Transportation 
Freight ng Appliances and Methods 


Eee Ss nts 
oe ves prardig and Customs Brokerage 


This service will be sees promptly, 


along broad lines, and absolutely without 
bias of any sort. Simply address an inquiry 
to The Traffic World, which is the natural 
clearing house for information © on these sub- 


jects, and let us do the 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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It igs evident from the tabulated results of tests that 


the first question is amply and favorably answered. 


TABLE 2—TON-MILE COSTS. 


One Wagon 


auling Two Trail- 
ers, Cost Per Ton-Mile. 


Distance of Loaded Haul, 


Team, 
er, Cost Per Ton-Mile, 


Cost Per Ton-Mile. 


Cost Per Ton-Mile. 
Motor Hauling One Traii- 


One 
tom Motor Alone, 


eS 
SHan 


= 
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The question, “whether or not a satisfactory, depend- 
able trailer could be produced?” was found a very difficult 
one. 


Many difficulties were encountered. Gasoline motor 
truck power is the reverse of steam power, viz., it is least 


Trailers for Motor Trucks—Unloading Gravel from Troy Trailer. 


effective on the slow speed of the motor. It is less re- 
silient, and therefore shocks to the vehicle are more 
distinctly shocks to the engine and its mountings. 

Motor trucks travel at much greater speed and 
through more dense traffic conditions than steam tractors, 
are more frequently started and stopped, must enter nar- 
row streets, lumber and railroad yards, back up to loading 
platforms, under bins and coal chutes, and must fre- 
quently back quite a distance when under full load. Their 
upkeep and expense while loading, unloading and on the 
way is much greater. 

In the investigation subdivisions of these difficulties 
were treated in the order of their importance, viz.: 
Resiliency, flexibility, lubrication and sturdiness. 

Under the head of resiliency, it was demonstrated 
that, on account of road conditions, the strain on the 
tractor when starting, road resistance and general train 
resistance, no greater than a five-ton live load should 
be placed on any one trailer, and that, for the same 
reasons, a very short wheel base was desirable. 

That the trailer must follow, and be guided by the 
tractor, without side-swiping, or lateral strain on either 


Vol. XII, No. 26 


tractor or its motor; that the draft bar must be attached 
to a resilient frame of trailer, and not to the axles. 

That the wheels and axles must be connected flexibly 
to the frame. Both of these last conditions are important 
to relieve as far as possible, the impact of starting and 
of various road obstructions from suddenly reaching the 
motor or its bearings. 

For the same reason the draw-bar between the tractor 
and the trailer and between the trailers must be resilient 
to a degree. 

The draw-bar of the trailer must be provided with a 
spring to avoid both the jar to the tractor when starting 
the load, as well as the effect produced by a sudden stop. 


The whole effect must be similar to the rolling of a 
freight car, rather than the jerking of a heavy body over 
the road by an attached rope. 

In the matter of flexibility, the promptness and con- 
venience with which the train may be handled is very 
important. Small units of loads, convenience of connect- 
ing to and detaching the trailer from the tractor, and 
the trailers to and from each other are also important 
features. 


Trailers for Motor Trucks—Five-Ton White Truck and Troy 
Trailer Belonging to Highland Motor Transfer Company of 
Louisville. 


The necessity of trailers to follow the tractor, re- 
quires that tractor be able to push or pull its train in 
straight lines, or around corners, or up to loading plat- 
forms and bins, or into blind alleys. 


The convenience of using any one or all the trailers 
with teams, when accidents, weather or road conditions 
will not permit their use with tractor, was fully consid- 
ered and cared for. 


As to lubrication, the speed of the trailer is always 
equal to that of the tractor, but as the trailer is built 
for even heavier loads than that of the tractor, the ques- 
tion of bearings, lubrication of spindles, spring joints, 
shackles, etc., was given special and careful attention 
and fully tested in all the conditions encountered. 

Under the fourth head, sturdiness, the trailer is sub- 
jected to a great many strains not encountered by the 
tractor or by an ordinary vehicle of the same capacity. It 
must not only have sufficient strength to carry its own load 
in the regular way, but must pull the trailers following. It 
is also subject to many lateral strains in crossing and 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 


mission; Counselor at Law 


Suite 956 First National Bank Bidg., 
Chicago, Ill. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


H. Earliton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Watson & Abernethy 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases, 


B. G. 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


WILLIAM C. COWLING 


Attorney at Law and Commerce Counsel. Special 
attention given to rate and interstate commerce 
cases. Competent corps of traffic experts in con- 
nection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mich. 
526-28 Wells Bldg., Milwaukee, Wis. 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 
Luther M. Walter 


M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


John S. Burchmore 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


As a Friend of THE TRAFFIC WORLD, piease Mention the paper In writing to attorneys. 
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sliding over rail and cobblestones, and the shocks which 
it receives must be absorbed before they reach the tractor. 

The wheels, bearings, spindles and guide bars re- 
quired were found to be of the very heaviest type. At- 
tempts to use ordinary equipment were failures. 

Rivets, bolts and all wearing parts were required 
of the best quality, and must be protected by the latest 
improved locking devices. Widths and kinds of tire to 


as 


TR 


Trailers for Motor Trucks—Shows Troy Trailer Under Gravel 
Bin—Note How Narrow This Space Is and How Near Center 
Truck Is Place—About Two Inches Space Between the Truck 
Sides and Supports of Bin. 


conform with conditions were subjects of considerable 
investigation. 

Apparently this is one of the most thorough investi- 
gations of the subject that have been made and the re- 
sults indicate a greater similarity in service between the 
motor truck and the locomotive than has generally been 
recognized. 


SANTA CLAUS ON MOTOR TRUCK 


In view of what was said in an article in Tur 
Worxp of October 25 on the service of motor 
Marshall Field & Co., it is worth while to 
note that this concern believes its expedited service 
secured by motor trucks is worth letting people know 
about. Particular reference was made in the article in 
question to the rush service at Christmas, and how it 
was taken care of by distributing motors stationed at 
outlying garages. 

In a Chicago daily newspaper of December 23 Mar- 
shall Field & Co. had a quarter-page advertisement, 
reading as follows: - 

“Santa Claus will not be late. On ,Wednesday, 
Christmas eve, our deliveries will cover thé entire cify 
and many suburban districts after the closing hour—6 
o’clock. ° 


TRAFFIC 
trucks by 


THE FRAFFIC WORLD 
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“A complete trunk line service links this store with 
local delivery stations adjacent to all the city’s homes. 
From the local stations deliveries are made throughout 
the districts as often during the day as is necessary. 
This service, maintained the year through, reaches its 
highest point of efficiency to-day and to-morrow. It will 
operate at top speed up to the last minute, and every 
purchase, from the smallest envelope to a suite of fur- 
niture, desired for Christmas delivery in the city and 
many suburban districts, will reach its proper destina- 
tion on Christmas eve.” 

Verily, not only the horse but the reindeer team is 
superseded, 


CARRIERS’ ‘ANNOUNCEMENTS 


Extension of the Denver & Salt Lake Railroad Co. 
from Steamboat Springs to Craig, Colo., a distance of 
approximately 40 miles, was put in operation December 1. 
Announcement is made from the office of W. H. Paul, 
general freight and passenger agent, Denver, Colo. 


POSITIONS WANTED OR OPEN 


Do you desire to increase your service and business 
by infusion of additional brains, which are thoroughly 
qualified bY experience and training, to help you? 

The MAN: Age 33 years, American, married, weight 
163 pounds, health excellent. 

Qualifications: Eighteen years with large Railroad 
and Commercial Corporations. Three special courses of 
instruction through Night and Correspondence schools. 

Experience: Office and Factory Management, Costs, 
Credits, Salesmanship, Advertising, Exporting, Purchas- 
ing, Claims and Traffic. Address B-395, Traffic World, 
Chicago. 


FOREST PRODUCTS EXPOSITION 
CHICAGO COLISEUM APR.30-MAY 9 
By NEW YORK GRAND CENTRAL PALACE MAY21-30 
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ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


‘COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


interstate Commerce Litigation 
91, a Speciality 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, ‘New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc.. 


Huguenot Express Co. 


NEW YORK, N. Y. 
624 West Thirty-sixth St. 


of town a specialty; 
and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bldg. Carload distribution to all rail- 
L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


roads at Chicago without teams; 


western and Pacific Coast points. 


Phone 839 Greeley. 
warders, truckmen for all lines; bulk shipments from out 
up-to-date facilities for storage 


For- 


phone No. 633. 


350-356 Seneca St. 
ing, handling, transferring and forwarding goods. Tele- 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


“Unsurpassed facilities’’ for stor- 


Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bornded and 
free warehouses. 


Ashley Warehouse Co. 


Bonded and general storage. 


ST. LOUIS, MO, 


Drayage facilities. Cars 


promptly handled. Custom house entries attended to. 


Insurance, 18c. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance. fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


H. G. Wilson President 
Commissioner, Transportation Bureau of 

Commercial Club, Kansas City, Mo. 
Vice-President 


Commissioner, Freight and Traffic Di- 
vision Chamber of Commerce, Indian- 
apolis, Ind. 


T. M. Crane Co., 
Ave., Chicago, Ill. 
David P. Chindblom 
5 North La Salle St., 


Secretary-Treasurer 
836 South Michigan 


. Secretary 
Chicago. 


National Implement and Vehicle Assocla- 
tion, . J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Il. 


National League of Commission Mer- 
chants of the United States. J. J. Castel- 
lini, Pres., Cincinnati, O.; R. S. French, 
Business Manager, 202-204 Franklin St., 
New York. 


Northern Pine Manufacturers’ Assocla- 
tion. H. 8S. Childs, Secy., Minneapolis, 


Sterling Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 
Falls, Il. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J. Bur- 
leigh, Secretary-Treasurer; W. E. Long, 
Traffic Manager. 


The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The Nas re ee Transportation Association. 
- lark, Pres.; H. E. MacNiven, 

ecy 


The Traffic Club of New York. A. F. 
Mack, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club (inc.). H. L. Wil- 
lard, Pres.; C, I. Darcy, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 

The Traffic Club of Chicago. Guy 8. 
McCabe, Pres.; W. H. Wharton, Secy. 


The Traffic Club of Dallas, Tex. T. EB. 
Jackson, Pres.: G. S. Maxwell, Secy. 


The Traffic Club of Philadelphia. Harry 
Billings, Pres.; . W. Summerfield, 
Secy. 

The Traffic Club of St. Louis. R. K. 
Pretty, Pres.; W. S. Crilly, Secy-Treas. 

The Traffic Club of Pittsburgh. E. C. 
Sattley, Pres.; D. L. Wells, \ 

The Transportation Club of Indianapolis. 
S. Se Sharibaugh, Pres.; L. E. Stone, 

b of New England, Boston. 
nning Pres.; C. A, Ander- 


Secy? 

The Traffic 
Sam W. 
son, Secy. 


Track connections. 


The Transportation Club of Cincinnati. 
Frank A. Healey, Pres.; J. H. Ander- 
son, Secy. 


The Transportation Club of Loulsvilie. 
E. L. Roederer, Pres.; 3S. J. McBride, 
Secy. 

The Transportation Club of Toledo. 3B. 
D. Ryan, Pres.; J. 8S. Marks, Secy. 

The Traffic Club of Newark. H. B. R. 
Potter, Pres.; J. J. Kautzmann, Secy. 


The Traffic Club of Seattle. Roger 
Pinneo, Pres.; P. B. Miller, Secy. 

The Transportation Club of Detroit, Mich. 
ye | A. Jones, Pres.; W. R, Hurley, 
ecy. 


Transportation Club of San Francisco. J. 
: Burgin, Pres.; Theo. H. Jacobs, 
ecy 

The Rallroad Club of pneee City, Mo. 
Z. N. Stroud, Pres.; Claude Manlove, 
ecy. 

The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; HL 
H. Knight, Secy, 

The Traffic Club of Minneapolis. F. B 
Pool, Pres.; F. B. Rowley, Secy, 

Salt Lake Transportation Club. 

Davis, Pres.; R. EB. Rowland, 

Traffic Club of Milwaukee, 

O’Connor, Pres.; C. C. Lioyd, 

Transportation Club of Lima, O. Lloyd 
P, Sherrick, Pres.; D, L. Rupert, Secy.- 


Mich. Chas. H. Lilley, Pres.; James 

Field, Pres.; A. S. Howells, Becy. 
Traffic Club of Erle, Pa. Edwin H. Bre- 

goles, Ca Cal. EB 2.8. Blair, Pres; C. zB 


Treas. 
Grand Rapids Traffic Club, Grand Rapids, 
Bale, Secy. 
Transportation Club of snore R M 
Traffic Club of Cleveland. D. F. Hurd, 
Pres.; W: V. Bishop, Secy 
villier, Pres.; M. Ww. Bismann, Secy. 
Los nome raffic Association, Los An- 
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Bland, Secy. 
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THE FREIGHT CLAIM ASSOCIATION 
THE VIRGINIA CLAIM CONFERENCE | 
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THE NATIONAL ASSOCIATION OF ‘RAILWAY COMMISSIONERS 
AND THE 
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Will Greatly Facilitate the Handling of Your Claims 


TWO KINDS: OVERCHARGE AND LOSS AND DAMAGE 


SCHEDULE OF PRICES 


Delivered 
Delivered 
Delivered 
F. O. B. Chicago 
F. O. B. Chicago 
F. O. B. Chicago 


If you need the forms why not get them at headquarters for traffic 
supplies? Then you will know that they are 
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